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20 to 40 Per Cent In : 


crease in Capacity 
2 to 3 Cents saved on each and every ton 


Such are the results obtained by the New York Central Railroad during a depressed business 
period by using 


OTIS INCLINED ELEVATORS 


for the transfer of freight consigned for western shipment, from barge to pier at its Weehawken, 
N. J., terminal. And with an opportunity to operate the plant at full capacity even greater 
savings and larger increases are looked for by the Company’s officials. 









It is such increased capacities and such savings as these that invariably follow the installation 
of Otis Inclined Elevators. We have accurate data gathered from performance records at many 
other points, which will prove to you the economies ih package freight handling that these 
machines are making. 









These facts, together with booklet explaining in full the use and operation of the machines, can 
be obtained by post-card or letter sent to 


OTIS ELEVATOR COMPANY 


Eleventh Ave. and Twenty-sixth St., New York 600 W. Jackson Blvd., Chicago 
Offices in All Principal Cities of the World 
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A Capital Eapress Office 


is the new office opened by Wells Fargo 
& Company at 603 Thirteenth Street, 
N. W. ‘These new Wells Fargo head- 
quarters are in keeping with the dignity 


and simplicity which Washingtonians 
so much admire. Here you may drive 
in your motor and despatch your pack- 
ages to any corner of the land—or of 
the world. Here you may buy travel- 
ers checks and money-orders—and be 
given any of the many services of the 
express. You can also reach the office by 
telephone— Main 4400. ‘This number 
may be used to summon a motor-truck 
for your package, if you prefer. 
You are cordially invited to visit this 
office at your convenience. Its -cour- 
tesy is available to you, quite as much 
as its facilities. 

W. C. JOHNSON, General Agent 


Wells Fargo & Co 


Express 
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CAR SHORTAGE. 





Perhaps nothing could more forcibly emphasize 
the need for an American merchant marine or 
the administration’s scheme to provide one that 
would be always available for the reason that it 
would consist of boats to be utilized by the navy 
in time of war, than the present lack of ocean 
facilities to take export freight pouring into At- 
lantic coast terminals. To such an extent has it 
piled up that several lines have had to declare 
embargoes. The railroads and the municipalities 
share in‘ greater or less proportion the blame for 
not providing better terminal and storage facilities 
at these coast ports, and their shortcomings, to- 
gether with the lack of ocean carriers, is causing 
great numbers of freight cars to be tied up, thus 
increasing the car shortage, which was already 
somewhat serious because of the demands of the 
large grain crop, the huge business in so-called 
war orders and the revival ot business generally. 


With conditions as they are the railroads can 
perhaps do no more than they are doing. In 
their own interest they would do everything pos- 
sible to meet the situation. We notice, for in- 
stance, thate at Chicago and St. Louis they have 
been transferring grain from the West so that the 
cars that brought it may return at once and not 
incur the danger of being tied up at the eastern 
coast. Shippers, too, must suffer as a result of 
such conditions, and it is to their interest to help 
afford relief. Ways by which this may be done 


have been frequently pointed out in this and 
What one shipper or one local 


other seasons. 
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freight agent may do in expediting loading and 
unloading or the furnishing and taking away of 
cars seems slight in view of the vastness of the 
whole situation—so slight that the temptation, no 
doubt, many times is not to worry but to let 
things take their course. And yet the combina- 
tion of many little things makes the big one. A 
long pull, a strong pull and a pull altogether 
must have its effect, though that effect cannot be 
traced to any individual effort. 


BRISBANE AND FORD. 





Arthur Brisbane, speaking before the Chicago 
Association of Commerce, last Wednesday, de- 
livered himself of a unique and, we suppose, an 
original scheme for solving at once the problem 
of military preparedness and that of a waterway 
from Chicago to the Atlantic coast. It is inter- 
esting to observe how an audience of hard-headed 
and more or less cold-hearted and unsentimental 
business men, to whom to propose at their offices 
any rattle-brained scheme fcr making money or 
achieving success is to have one’s attention called 
to the main exit, will yet, at a banquet or dinner, 
under the spell of an interesting speaker’s magnet- 
ism and away from the atmosphere of caution and 
defense, cordially receive and by their manner 
endorse a scheme such as this proposed by 
Mr. Brisbane. We do not even know whether 
he offered it seriously, though his manner and 
words were grave for the’ most part. Perhaps he 
was only trying to have a little fun with his 
hearers. If so he went about it very artfully, and 
his success was complete. 

He won his audience at the outset by saying 
that he believed Chicago was destined to be the 
greatest cify in the world (loud applause). To 
such a city, made up of such enterprising citi- 
zens, he said the matter of geographical location 
was of little importance. If it did not happen 
to be on the ocean, then it could bring the ocean 
to the place where it did happen to be. Why not 
a ship canal from Chicago to the coast? he 
asked. The railroads would bring fifty engineers 
to say it. was impossible, but afterwards they 
would say they were glad it had been done. Then 
he unfolded his military preparedness plan. He 
would have a standing army of one hundred 
thousand or five hundred thousand, or whatever 
number of men seemed warranted. He would 
give them two months training, which was 
enough to make a soldier out of an American. 
He would arrange for four hours drill each week 
to keep them in shape. But the rest of the time 
he would put them to work—digging that canal. 
They would have their arms and their ammuni- 
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tion and their uniforms, but they would not use 
them except when called on in an emergency to 
repel the enemy. They would. dig and they 
would get good wages. If called on to fight 
they would fight for their country, for their 
families and for their jobs, and he begged to 
submit that an American on his own dunghill, 
fighting for a good job, was not to be despised. 
That is the way John D. Rockefeller or J. Ogden 
Armour would handle the standing-army question 
if they owned all the country instead of the part 
of it they do own, he said. They would make 
the army pay. 


The navy he disposed of in much the same 
way. The vessels—lots of them—would be sup- 
plied by the government to carry the country’s 
trade. There would be no embargo on export 
shipments to the Atlantic coast, as now, because 
of lack of vessels to. receive them. The arma- 
ments would be ready on shore to be put into use 
when needed. The men would also be at hand 
practicing shooting in the meantime. Smaller 
craft would be used for other purposes ready for 
their torpedo tubes in case of war. The sub- 
marines would have periscopes below as well as 
above, searching for oil fields and other means 
of wealth beneath the waves. The airships would 
carry messages, seek out forest fires and do other 
odd jobs. And-the whole thing, instead of being 
a drain on the pocketbooks of the people, would 
pay. And the business men applauded to the 
echo. 


The plan reminds the writer very much of one 


he once proposed with a show of seriousness 
through the columns of a newspaper to which he 
was attached in a western city. It was that the 
police force, which cost a ;zood deal without ac- 
complishing much, be employed in cutting weeds 
on vacant lots in the summer and cleaning snow 
off the sidewalks in the winter. But his plan 
was not so well received. The police force rose 
en masse and the first line of reserves, composed 
of city councilmen and politicians generally, was 
not far behind. The scheme died a bornin’. It 
was not such a pretentious one as that of Mr. 
Brisbane nor so inspiring, and doubtless it was 
not so brilliantly presented, but we insist that it 
was the equal of Mr. Brisbane’s in its utilitarian 
value—in proportion to the amount of money in- 
volved—and we do not propose to let Mr. Bris- 
bane get away with the credit of having proposed 
something entirely new. We do yield him the 
palm, however, for the magnitude of his ideas— 
and his nerve—and for his success in putting 
them over on such an audience. 


We would suggest, however, that if Mr. Bris- 
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bane is to make this speech again, or advocate 
the idea in the Hearst organs, he will have to 
provide for moving that army around considerable 
so that its pick will not long be clogged with the 
earth of any one locality, for if Chicago is to 
have a canal built to the coast, Florida might 
want the Everglades drained and the great West 
want its deserts irrigated. It would be a moving 
army rather than a standing one, and perhaps 
the objection of the railroads to putting Chicago 
on the seaboard by means of shovel and pick 
would be removed by the consideration of fur- 
nishing transportation to this army over vast 
distances at frequent intervals and compensatory 
tariffs. 

We suggest to Henry Ford that if this Bris- 
bane vision becomes a reality there might be an 
opening for his enthusiasm. When his ship re- 
turns with its bedraggled passengers and broken- 
winged dove, discouraged and disheartened be- 
cause the European monarchs have not heeded 
the bugle call for peace and the soldiers in the 
trenches have not heard the wireless demand that 
they cease fighting, perhaps he can find vent for 
his zeal without organizing another Children’s 
Crusade, and will strike hands with Mr. Bris- 
bane, offering to provide a jitney bus for each 
unit of four soldiers to transfer them free of 
charge from one field of endeavor to the next. 
This he might well do in the interest of peace— 
a peace provided by a large standing army, it is 
true, but still a standing army that does not stand 
—one that works and-does not fight. Such a 
standing army could in no sense be a menace, 
and the utilitarian aspect of the scheme as well 
as its guarantee of peace ought to appeal to this 
unwarlike manufacturer. Perhaps he might get 
more than the satisfaction of a deed well done— 
with some incidental advertising—out of it. Why 
not Brisbane and Ford for the head of the ticket 
at the election next following the fruition of the 
scheme for a ditch-digging army and a fire- 
brigade flying-machine squad? Indeed, we might 
do worse—though not much. 


COMMISSION ORDERS. 


The Commission has allowed the Pulp and Paper 
Manufacturers’ Traffic Association to intervene in case No. 
8379—Minnesota & Ontario Power Co. vs. Big Fork & 
Internationa] Falls Railway Co. et al. 

The Sterling Salt Co. has amended its complaint 
against the Pennsylvania Railroad et al. in case No. 8407. 

The Commercial Club of Huron and the Commercial 
Club of Mitchell, S. D., have been allowed by the Com- 
mission to intervene in Case N». 7895, Traffic Bureau of 
Commercial Club of Aberdeen, S. D., vs. Gt. Nor. et al. 
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CURRENT TOPICS IN WASHINGTON 


Need of Commerce Court Illus- 
trated by.Lake Lines Case.—The need 
of a Commerce Court such as the 
old one thought it was—one that has 
the power to test the soundness of 
the law dispensed by the Commission 
—it is believed, is shown by the sit- 
uation that arose when the Commis- 
sion denied a rehearing in the lake 
lines cases. So far as can be ascer- 
tained, the railroads are fairly well 
satisfied. They thought at one time they would have 
reason to weep, but that is not the fact now. It is the 
shippers who will open the tear ducts, if any operations 
of that kind are necessary. Inasmuch as it is believed 
the Lehigh and Lackawanna will be able, in the event 
the Commission declines to act, to free themselves from 
the fetters of the order directing them to divorce their 
boat lines, the railroads are in a position, unless they 
disagree among themselves much more than is generally 
understood, to place all the package liners now owned 
by the other trunk lines, under the control of one or the 
other of those corporations. Thereby they can continue 
to exercise a measure of control over .the lake-and-rail 
rates and service. Therefore, why should the trunk lines 
which must divorce their aquatic parts, do any worrying? 
The shippers whose rates on parcels of grain jumped 
several hundred per cent. by reason of the war and the 
divorce decree are the ones to worry. Now, owing to 
the refusal of a rehearing, the shippers are utterly down 
and out. If there were a commerce court, of the kind 
the old one thought it was, there would be at least a 
ray of hope for them, though it is generally admitted 
that it would be microscopic, because they are not really 
challenging the quality of the law laid down by the 
Commission. They are really endeavoring to persuade 
it that it should exercise its discretion in favor of a 
continuance of the relationship now existing, so as to 
make certain that it may continue its control over rates 
and service, and especially so that they will be assured 
of some kind of boat service next year. If the Com- 
mission remains steadfast in its position, Congress alone 
can give relief. But about the only relief it could give 
would be a repeal of section five of the Panama act, be- 
cause it would be hard for Congress to frame a law so 
as to make it possible for the Commission, in the exercise 
of its discretion, to stop short of divorce. 








Railroad Taxes Reduced in the East.—A remarkable 
fact came into being in the eastern part of the country 
in September. Taxes on railroads were reducd to such 
an extent that the amount accruing that month fell off 
$2 a mile. The amazing truth was disclosed in the sum- 
mary of the results of operations, made public by the 
Commission November 30. But that is the only part of 
the country where the burden imposed by the state on 
common carriers was lightened. In all others it remained 
the same or was increased. In the eastern part of the 
country the burden was decreased from $80 to $78 a 
mile. The burden for the country as a whole was in- 
creased from $50 to $51 a mile. In the southern district 
it was increased from $41 to $43 and in the South from 
$37 to $39. The figures quoted represent the monthly 
charge on each mile of line. To be sure, taxes are not 
paid every month, but the statisticians each month set 
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aside the installment which would have to be paid, if 
the state asked for its money each month instead of 
not more than twice a year. The fluctuations for the 
first three months of the current fiscal year were such 
that the amount due on the eastern roads during that 
period remained stationary at $238. For the country as 
a whole the tax burden rose from $150 to $153; in the 
southern district from $111 to $115, and in the western 
district from $122 to $126. Few states think the railroads 
are overburdened in the matter of taxes, or that their 
rates are too low. 





Railroad Embargoes.—Judging from the character of 
inquiries that come to Washington when a railroad de- 
clares an embargo, the average newspaper editor has an 
idea that an embargo is a thing that gives the railroad 
manager fiendish delight. Many of the correspondents 
have been advised to find out what ulterior motive is 
actuating the roads that have been compelled to refuse 
business. One editor asked his representative to “put 
it up to the Commissioners” and find out what they in- 
tended doing about the “outrage,” how soon they would 
order the embargo raised, etc. There are also some 
shippers who appear to labor under the delusion that 
the Commission could, if it desired, lift the blockade. 
As a matter of fact the Commission can have nothing 
to do with an embargo except to remove a discrimination. 
Under the decisions of the courts the Commission cannot 
get rid of a discrimination except by allowing the carrier 
an option as to how it will do it. In the case of an 
embargo, the carrier could remove the discrimination by 
lifting the ban or extending it to the commerce that the 
Commission found had been favored unduly. The Com- 
mission for months has been conducting an inquiry into 
the facts with regard to various embargoes with a view 
to ascertaining whether any favoritism has been prac- 
ticed. The carrier must be the judge as to whether it 
is physically able to handle traffic. Inasmuch as a declara- 
tion of an embargo means the loss of revenue, it is safe 
to assume that it is declared only when somebody having 
authority to stop business has been forced to the con- 
clusion that the limit of physical ability has been reached. 
Inquiry may show that it was a foolish conclusion to 
reach, but foolishness is not yet unlawful. It is supposed 
to carry its own punishment, hence not even a foolish 
legislator has undertaken to make it a statutory offense. 





Moving Canadian Grain.—In the event that the Cana- 
dian government should find it necessary to ship through 
an American port any of the grain it has commandeered, 
a serious question as to discrimination might arise. The 
American end of the Canadian Pacific, with terminals at 
Portland, Me., is an American corporation. As such it 
is subject to American laws. The Canadian Pacific, so 
far as its Canadian end is concerned, is subject to the 
military authorities of the Dominion. An order directing 
that company to send grain to Portland would have to 
be obeyed—at least to the boundary between the United 
States and the Dominion. Suppose, when the grain or- 
dered forward by the Canadian government reached the 
boundary, there were American shipments ahead of it. 
Would the Interstate Commerce Commission be justified 
in holding that the Canadian Pacific (American end) had 
unduly discriminated against the American shipments if 
it put the Canadian ahead of them and cleared them 
through Portland in preference to American? Allegations 
of unjust discrimination based on such facts do not 
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readily come to mind, if there are any. The rule that 
the Commission has no control over the actual physical 
operations of a railroad is generally invoked to shut off 
complaints based on inferiority of service as between 
shippers. Yet it is known that in times of congestion 
favoritism of that kind is brought into play. At such 
times thrifty yardmasters add to their store by accepting 
gratuities from the agents of shippers who follow con- 
signments into the yards and make it their business to 
see the men who can get the shipments on their way. 
The shippers who do not send along follow-up men, neces- 
sarily do not receive the service that is accorded to those 
who take the precaution of seeing the yardmaster or 
yardmasters. The Canadian government, by pressure on 
the Canadian end of its principal railroad, might force 
undue favoritism for the grain that was seized, with the 
idea that by such action a runaway wheat market could 
be prevented. 


Appeal in Reading Case.—The filing of Attorney-Gen- 
eral Gregory’s appeal petition in the Reading anti-trust 
case, in the minds of serious men, raises the question, 
“What good?” What would be the advantage to the 
public if he succeeded in tearing apart the Philadelphia 
& Reading and the Central of New Jersey? The Reading 
starts in the coal mining region and goes to Bound Brook, 
N. J. The Central starts somewhere in New Jersey and 
goes to Jersey City. Should they be divorced, the Inter- 
state Commerce Commission and the railroads themselves 
would be forced to haste in the making of through routes 
over the rails of those companies. Each would have to 
set up and maintain a complete organization. The public 
would have to pay for two complete sets of officers and 
employes instead of one. The Commission, following the 
rules established in other cases, would have to allow 
more for a haul over two distinct railroads than for the 
haul over the same rails when they are controlled by the 
same company. The hauls are all short, so the two-line- 
haul rule would have to apply. And this separation is 
proposed because the Reading has a coal company of its 
own and the Central also has its own, so there is no 
longer price-cutting competition between them. The lower 
court said all the good that might be expected could be 
attained by requiring the Central of New Jersey to get 
rid of its coal company. Perhaps the thoughts of the 
aforementioned serious-minded men should be directed to 
Congress, rather than to courts and their officers, but, by 
way of answer to that, it may be remarked that there 
is nothing in the law compelling an executive to be ridicu- 
lous in his attempts to see that the law is executed. 

A. E. H. 


STORAGE ON EXPORT GRAIN 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Opposition of the most determined character is ex- 
pected to be shown toward the proposal of the members 
of the Trunk Line Association to impose storage charges 
on export grain held in cars. Such charges, they believe, 
would reduce the possibility of embargoes. The proposal 
was filed with the Commission November 28. It asks 
for authority to make changes in the rules necessary 
to affect the imposition of such charges, on less than 
the statutory period of thirty days. It is based on the 
assumption that such charges will prevent the loading 


of cars “for export” in advance of orders for the grain 
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or in advance of a reasonable suspicion that a sale will 
be effected before the grain reaches the port, or at least 
before the free storage in elevators has expired. 


An explanation of the scheme is contained in a letter 
filed with the Commission by Chairman McCain. He also 
left a copy of the charges proposed to be made in the 
rules. Letter and rules changes are as follows: 

“For some time past the carriers leading to the At- 
lantic ports, as, well as to the Gulf ports, have given 
attention to the necessity of adopting some reasonable 
regulation respecting the clearance to vessels of grain 
in bulk for export which will assist in more prompt 
release of equipment and stimulate a more expeditious 
and regular movement of such freight. 


“Under existing arrangements such shipments on 
arrival at seaboard are transferred from the cars to 
elevators, and in some instances to barges or canal boats 
employed in place of elevators. A certain free time is 
allowed for the grain to remain in elevators or in barges 
awaiting exportation, after which storage charges apply. 

“If the elevator capacity is filled by grain awaiting 
export clearance orders, or held in storage for commer- 
cial reasons, an accumulation of cars en route follows, 
being held either at the terminals or at interior storage 
tracks, and such cars under existing tariffs have been 
held by the carriers without limitation as to free time and 
no storage charges have been applied. 

“It has transpired in many instances that shippers 
desiring to have their grain en route and procure bills 
of lading therefor, and with full knowledge of the port 
conditions, have started shipments without definite ar- 
rangements for ocean sailings and in anticipation that 
there will be a period of holding same in cars en route 
for which no storage will be charged. In this manner 
the burden of the storage of the grain has been trans- 
ferred from the owner of the grain to the carriers and 
for periods longer than the customary transportation 
time. 

“At the different ports from time to time there has 
been such congestion, owing to the full employment of 
elevators, irregular ocean service or the storing of 
grain for commercial reasons, that large numbers of 
cars of the carriers have been stored on sidings at 
points intermediate to the port of export, in some in- 
stances reaching inland as far as 300 miles. This is 
created by a condition not due to the inadequate facili- 
ties of the carriers, but arising from the causes stated, 
together with, we believe, deliberate planning of ship 
pers to place their shipments in the carriers’ possession 
irrespective of arrangements for disposition at ports of 
export, and with the evident purpose to save storage 
and fire insurance charges at interior elevators. 


“Where shippers have procured advantages by this 
detention in cars, they have obtained a measure of dis- 
crimination in their favor versus the more direct ship- 
ments for which prompt ocean clearance have been 
arranged. In addition, there has been employment of 
the carriers’ cars for which no compensation has been 
obtained, and other shippers of grain or other com- 
modities have been deprived of use of the cars for 
transportation purposes. 

“The interested. carriers leading to the Atlantic 
ports and also to the Gulf ports regard it as proper 
that they should establish suitable rules governing ship- 
ments of grain in bulk for export which will have a 
deterrent effect on premature shipments from western 

(Continued on page 1165) 
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SAFETY APPLIANCES 


IN THE MATTER OF THE APPLICATION OF CERTAIN 
RAILROAD COMPANIES FOR A FURTHER EXTEN- 
SION OF TIME WITHIN WHICH TO MAKE THEIR 
FREIGHT CARS CONFORM TO THE STANDARDS 
OF EQUIPMENT PRESCRIBED BY THE COMMIS- 
SION PURSUANT TO THE PROVISIONS OF SEC- 
TION 3 OF AN ACT TO SUPPLEMENT THE 
SAFETY APPLIANCE ACTS (PUBLIC NO. 133), AP- 
PROVED APRIL 14, 1910, AS AMENDED BY “AN 
ACT MAKING APPROPRIATIONS FOR SUNDRY 
CIVIL EXPENSES OF THE GOVERNMENT FOR 
THE FISCAL YEAR ENDING JUNE 30, 1912, AND 
FOR OTHER PURPOSES,” APPROVED MARCH 4, 
1911. 





(36 I. C. C., 370-375) 
Submitted Sept. 28, 1915. Decided Nov. 2, 1915. 

Upon application of certain railroad companies, period of time 
granted by paragraphs (b), (c), (e) and (f) of the order of 
the Commission of March 13, 1911, within which common 
carriers shall make their freight cars conform to the 
standards of equipment prescribed by the Commission in its 
order of March 13, 1911, made pursuant to the provisions of 
section 3 of an act to supplement the safety appliance acts 
approved April 14, 1910, further extended for a period of 
twelve months from July 1, 1916. 


Cc. C. Paulding, E. P. Ripley, S. M. Felton, W. J. Harahan, 
C. E. Fuller and C, S. Burg for special committee on relations 
of railway operation to legislation, representing various carriers; 
C. L. Bardo for New York, New Haven & Hartford R. R. Co.; 
H. T. Bentley and T. H. Goodnow for Chicago & NorthweStern 
Ry. Co.; J. T. Carroll for Baltimore & Ohio R. R. Co.; C. E. 
Chambers for Central R. R. Co. of New Jersey; J. Coleman and 
J. Powell for Grand Trunk Ry.; W. H. Flynn for Michigan 
Central R. R. Co.; G. A. Gallagher for Illinois Southern Ry. Co.; 
C. F. Giles for Louisville & Nashville R. R. Co.; F. Harten- 
stein for Lehigh Valley R. R. Co.; R. Walton Moore and E. H. 
Hart for Mobile & Ohio R. R. Co.; S. S. Perry for New York, 
New Haven & Hartford R. R. Co., Boston & Maine R. R. Co., 
and Maine Central R. R. Co.; W. H. Thorn for Chicago, St. 
Paul, Minneapolis & Omaha R. R. Co.: W. S. Carter and P. J. 
McNamara for Brotherhood of Locomotive Firemen and Engine- 
men; A. B. Garretson for Order of Railway Conductors; W. G. 
Lee for Brotherhood of Railroad Trainmen; W. S. Stone, H. E. 
Wills and C. G. Brittingham for Brotherhood of Locomotive 
Engineers; A. O. Wharton for railway employes’ department, 
American Federation of Labor. 


-BY THE COMMISSION: 

This is an application by certain railroad companies 
for a further extension of time within which to make 
their freight-train cars conform to the standards of equip- 
ment prescribed by the Commission in its order of March 
13, 1911, made pursuant to the provisions of section 3 
of the act of Congress of April 14, 1910, 36 Stat. L., 298, 
known as an act to supplement the safety appliance acts. 
This order covered certain minor changes in and super- 
seded the Commission’s order of Oct. 13, 1910, on the 
same subject matter. 

Exercising the authority conferred upon it by the 
provisions of the act above stated, as amended by the 
sundry civil act of March 4, 1911, 36 Stat. L., 1397, the 
Commission, after full hearing and for good cause shown, 
and coincident with its order of March 13, 1911, pre- 
scribing these standards of equipment, issued an order 
extending the period within which common carriers 
should comply with such requirements with respect to 
the equipment of cars actually in service on July 1, 1911. 
Passenger-train cars and locomotives were equipped in 








Decisions of Interstate Commerce Commission 


conformity with the standards within the periods pre- 
scribed. This proceeding relates solely to freight-train 
cars actually in service on July 1, 1911, as.to which the 
extension order of March 13, 1911, provides: 


FREIGHT-TRAIN CARS, 


(a) Carriers are not required to change the brakes from 
right to left side on steel or steel underframe cars with plat- 
form end sills, or to change the end ladders on such cars, ex- 
cept when such appliances are renewed, at which time they 
must be made to comply with the standards prescribed in said 
order of March 13, 1911. 

(b) Carriers are granted an extension of five years from 
July 1, 1911, to change the location of brakes on all cars other 
than those designated in paragraph (a) to comply with the 
standards prescribed in said order. 

(c) Carriers are granted an extension of five years from 
July 1, 1911, to comply with the standards prescribed in said 
order in respect of all brake specifications contained therein, 
other than those designated in paragraphs (a) and (b), on cars 
of all classes. 

(d) Carriers are not required to make changes to secure ad- 
ditional end ladder clearance.on cars that have 10 or more 
inches end-ladder clearance, within 30 inches of side of car, 
until car is shopped for work amounting to practically rebuild- 
ing body of car, at which time they must be made to comply 
with the standards prescribed in said order. 

(e) Carriers are granted an extension of five years from 
July 1, 1911, to change cars having less than 10 inches end- 
ladder clearance, within 30 inches of side of car, to comply 
with the standards prescribed in said order. 

(f) Carriers are granted an extension of five years from 
July 1, 1911, to change and apply all other appliances on freight- 
train cars to comply with the standards prescribed in said 
order, except that when a car is shopped for work amounting 
to practically rebuilding body of car, it must then be equipped 
according to the standards prescribed in said order in respect 
to handholds, running boards, ladders, sill steps and brake 
staffs: Provided, That the extension of time herein granted 
is not to be construed as relieving carriers from complying 
with the provisions of section 4 of the act of March 2, 1893, as 
amended April 1, 1896, and March 2, 1903. 

(g) Carriers are not required to change the location of hand- 
holds (except end handholds under end sills), ladders, sill steps, 
brake wheels and brake staffs on freight-train cars where the 
appliances are within 3 inches of the required location, except 
that when cars undergo regular repairs a must then be 
made to comply with the standards prescribed in said order. 


The petitioning roads operate a large percentage of 
the total railway mileage of the United States. 

A hearing was had at Washington, D. C., on Sept. 
28, 1915. j 

It is urged as a principal basis for relief that the 
carriers have acted in good faith and have made an ear- 
nest effort to comply with the Commission’s requirements, 
but that because of the financial and, to a certain extent, 
the physical difficulties involved, they will not be able 
fully to meet these requirements within the prescribed 
time. 

Out of a total of 2,025,254 cars in service on July 1, 
1911, on roads having a total mileage of about 232,000 
miles, it is estimated by the carriers that 1,669,064 cars, 
or about 82 per cent, will be either equipped in accord- 
ance with the order or removed from service by July 
1, 1916, leaving about 356,000 cars still unequipped on 
that date. No information is available which will show, 
for the purpose of comparison, the yearly progress made 
in equipping the above 1,669,064 cars. The following 


table, however, compiled from data submitted by the 
carriers at and subsequent to the hearing, indicates the 
progress of equipment with respect to 89 lines having 
a total mileage of 203,652 miles and an individual mileage 
of approximately 300 miles or over, and will perhaps 
afford a more comprehensive view of the general situation: 
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I a ee i cb ce wneeteccen'’s 1,849,222 
si equipped, year ended June 30— 


122,213 


336,938 
WBNS is ie scsrness care 1,057,934 


Estimated number of cars to be equipped or removed 

from service, year ending June 30, 1916 
Estimated number of cars equipped by July 1, 1916 1,541,366 
Estimated number of cars unequipped by July 1, 1916.. 307,856 

It thus appears that about 57 per cent of the above 
cars were equipped on June 30, 1915, and that it is esti- 
mated that about 83 per cent will be either equipped or 
removed from service by July 1, 1916. 

It may be conceded that the year ending June 30, 
1914, was an abnormal one in railroading and that the gen- 
eral business depression during that period had a marked 
effect upon the volume of traffic, resulting in a large 
decrease in revenue. During the past fiscal year the 
financial difficulties of many of the roads have doubtless 
been aggravated by reason of the war. It is stated on 
behalf of the carriers that this is particularly true of 
those roads in the southern section of the country and 
that these roads experienced a decrease in gross revenues 
of from 10 to 20 per cent, due to the fact that their 
principal commodities were so vitally affected. 

Notwithstanding these conditions, it appears that, 
while there are a number of exceptions as to individual 
roads, the figures as a whole show a gradual increase 
in the number of cars equipped during each successive 
year and that the greatest number of cars was equipped 
in 1914 and 1915. 

In this connection it is perhaps proper to take into 
consideration that some time was consumed in making 
the necessary preparation and preliminary plans for an 
undertaking of this magnitude, involving, it is stated, an 
expenditure of about $45,000,000. It is also doubtless 
true that as the carriers gained a more thorough working 
knowledge of the requirements they were in a position 
to equip a larger number of cars in a given period. 

A number of roads, including the Atchison, Topeka 
& Santa Fe and the Chicago Great Western, will not 
require any extension so far as their own equipment is 
concerned. They are interested, however, to the extent 
that under the terms of the statute the penalty attaches 
to the carrier using an unequipped car, regardless of 
the actual ownership thereof, and as freight cars move 
in interchange from one road to another throughout the 
country, it is apparent that, in justice to these carriers, 
the situation must be dealt with as an entirety. 

It is asserted that unless a further extension is 
granted, over a third of a million freight cars must be 
withdrawn from service until such time as.they can be 
equipped and that this will result in congestion on stor- 
age and repair tracks and in hardship and inconvenience 
to the shipping public as well as to the railroads. 

In view of these latter considerations and of the 
progress made under all the circumstances by the car- 
riers as a whole, we believe that sufficient cause exists 
for some further extension, though we are not convinced 
upon the showing made that many of those roads which 
will still have a large percentage of unequipped cars on 
July 1, 1916, could not, by the exercise of somewhat more 
diligent effort and without undue hardship, have made 
considerably greater progress. 

There remains for determination the length of that 
extension. 

It is to be noted that by paragraphs (a), (d) and (g) 
of the Commission’s extension order of March 13, 1911, 
the carriers have already been granted an _ indefinite 
period within which to make certain changes as to their 
existing equipment. 

Of the 1,669,064 cars heretofore referred to as the 
estimated number which will be equipped by July 1, 
1916, on roads having a total mileage of about 232,000 
miles, it is estimated that 542,723 cars will have been 
equipped subsequent to Jan. 1, 1915, and that 112,696 
additional cars will have been removed from service dur- 
ing that period, leaving about 356,000 cars unequipped. 

On those roads having a total mileage of about 203,000 
miles, and which are included in the roads referred to 
in the preceding paragraph, it is estimated that over 
483,000 cars will be either equipped or removed from 
service during the year ending June 30, 1916, leaving 


Total cars equipped June 30, 
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about, 308,000 cars unequipped. About 337,000 cars were 
= by these roads during the year ended June 30, 

It is stated that difficulty has been experienced by 
some of the carriers in obtaining the return of their 
unequipped. cars from foreign lines for the purpose of 
equipping them, and that this difficulty will increase as 
the number of cars to be equipped by each road dimin- 
ishes. It is also asserted that there are serious practical 
objections to equipping the cars of other roads. These 
conditions do not appear, however, seriously to have 
interfered with the equipment of the Santa Fe and other 
roads, which will, or can, admittedly complete their 
equipment by July 1, 1916, and it is believed that greater 
co-operation on the part of all the carriers will go far 
toward overcoming these difficulties. 

Provided that the same rate of equipment as that 
maintained during 1915 and contemplated for 1916 is con- 
tinued subsequent to July 1, 1916, and giving no consid- 
eration whatever to cars that may be removed from serv- 
ice, it would appear from an examination of the figures 
above stated that in the view most favorable to the car- 
riers a year would be ample within which to bring the 
remaining cars up to the requirements. 

It is shown, however, that on many of the roads 
the cars now being equipped are old cars, the practice 
having been to prefer the equipment of the more modern 
cars to those which were older in point of service and 
which would possibly be retired by July 1, 1916. This 
practice has doubtless been adopted to a large extent by 
all roads. It is estimated that over 112,000 of such cars 
will have been removed from service between Jan. 1, 1915, 
and July 1, 1916. Under such circumstances we think it 
fair to assume that if any considerable extension is 
granted many additional cars will likewise have been 
retired in the interests of economy by the time such an 
extension expires. 

Another and most important consideration which 
must be borne in mind is that the purpose of the Con- 
gress in enacting this statute was the conservation of 
human life and limb. While we cannot entirely ignore 
the necessities of the carriers, yet, when we consider 
that any extension, however, short, may result in the 
death or injury of an employe by reason of the fact 
that a safety appliance is insecurely applied, or is miss- 
ing or beyond his reach owing to-lack of uniformity in 
equipment, it is manifest that too great weight should 
not be given to arguments of hardship and inconvenience 
to the exclusion of the interests of the employes and of 
the public. 

Upon consideration of all the facts and circumstances 
appearing of record, we are of opinion and find that a 
further extension of 12 months is adequate, and that 
this extension should be uniform to all common carriers 
subject to said act of April 14, 1910. The time granted 
common carriers by paragraphs (b), (c), (e) and (f) of 
the order of the Commission of March 13, 1911, “In the 
matter of the extension of the period within which com- 
mon carriers shall comply with the requirements of an 
act entitled, ‘An act to supplement “An act to promote 
the safety of employes and travelers upon railroads by 
compelling common carriers engaged in interstate com- 
merce to equip their cars with automatic couplers and 
continuous brakes, and their locomotives with driving- 
wheel brakes and for other purposes,” approved April 
14, 1910, as amended by “An act making appropriations 
for sundry civil expenses of the government for the fiscal 
year ending June 30, 1912, and for other purposes,”’ ap- 
proved March 4, 1911,” will accordingly be further ex- 
tended for a period of 12 months from July 1, 1916. 

An appropriate order will be entered. 


LUMBER RATE UNREASONABLE 


CASE NO. 7919 (36 I. C. C., 376-378) 
Cc. L. GRAY LUMBER CO. VS. ALABAMA, TENNESSEE 
& NORTHERN RAILWAY CO. ET AL. 
Submitted July 12, 1915, Decided Nov. 8, 1915. 


Rate of 20% cents per 100 pounds for transportation of lumber 
in carloads from Ward, Ala., to Memphis, Tenn., found to 
have been unreasonable to the extent that it exceeded 14% 
cents. Reparation awarded. 


C. H. Poythress for complainant; Russell Houston for Ala- 
bama, Tennessee & Northern Ry. 
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December 4, 1915 


CLARK, Commissioner: 

Complainant is a corporation engaged in the lumber 
business at Meridian, Miss. By complaint filed April 9, 
1915, it alleges that the rate of 22% cents per 100 pounds 
charged by defendants for the transportation of two car- 
loads of lumber from Ward, Ala., to’. Memphis, Tenn., 
was unjust and unreasonable in so far as it exceeded 14% 


cents. Reparation is asked. The elaim was presented. 


to the Commission informally Nov. 20, 1912. 

The shipments weighed 48,300 and 50,100 pounds, re- 
spectively, and moved April 8, 1912, from Ward over the 
Alabama, Tennessee & Northern Railway to Reform, 
Ala., thence via Mobile & Ohio and St. Louis & San 
Francisco railroads to Memphis. The Alabama, Tennessee 
& Northern was the only carrier represented at the hear- 
ing and will be hereinafter referred to as the defendant. 
Charges were collected in the aggregate sum of $221.40, 
based on a combination rate of 2214 cents—10 cents from 
Ward to Reform, 12% cents beyond. There was a lower 
lawful combination via route of movement of 20% cents, 
made up of 8 cents from Ward to Aliceville, Ala., and 
121%4 cents beyond. The shipments were therefore over- 
charged to the extent of 2 cents per 100 pounds. 

Ward is about 35 miles east of Meridian, Miss., and 
about 219 miles north of Mobile, Ala. It is on the Ala- 
bama, Tennessee & Northern Railway, 82 miles south of 
Reform, Ala. The distance from Mobile to Memphis is 
approximately 385 miles. The distances from Meridian 
and Ward are about 250 and 290 miles, respectively. 

At the time these shipments moved there were in 
effect rates to Memphis of 13 cents from Meridian and 
all stations south thereof on the Mobile & Ohio except 
Mobile, 12 cents from Mobile, 12% cents from Reform 
and all points on the Alabama, Tennessee & Northern 
as far south as, and including, Aliceville, and 14% cents 
from Geiger, Ala., a point on the same line just south 
of Aliceville. There was a rate of 14 cents from York, 
a point south of Geiger and 9 miles north of Ward. not 
applicable via Reform, but in effect via competing lines. 

There were also rates from Ward to points in Central 
Freight Association territory and Ohio River points of 
2 cents per 100 pounds over group 2 stations on the Mo- 
bile & Ohio. Reform and other stations north of Meridian 
were in group 2, and the rate applicable therefrom to 
Memphis was 12% cents. The result was that a ship- 
ment moving from Ward to Memphis via Aliceville and 
Reform was charged 8 cents per 100 pounds more than 
would have been charged on a similar shipment from 
Reform, while a shipment from Ward destined to a point 
farther north, such as Cairo, Ill., would be charged only 
2 cents more than from Reform. 

The most important contention of defendant, and the 
one upon which it practically rests its case, is that the 
shipments moved via a three-line route. It admits that 
the route over which shipments moved was the most 
direct, but insists that it was not the logical one by rea- 
son of the participation therein of more than two lines. 
It urges, therefore, that the reasonableness of the rate 
here in issue should not be determined by comparative 
distances. Distance is, of course, not the sole criterion 
of the reasonableness of rates. 

Defendant further calls attention to the facts that 
shipments to Memphis from Meridian and points south 
thereof as far as Mobile involve only a two-line haul, and 
that shipments from Ward to Memphis via the Southern 
Railway at the.rate of 14% cents are two-line hauls. 

Letters in the record written by agents of defendant 
before the filing of this formal petition show a willingness 
to arrange reparation and publish lower rates from Ward. 
Defendant published a 1414-cent joint rate from Ward to 
Memphis via Reform, effective April 1, 1914, involving a 
three-line haul, and subsequently withdrew it, but has 
again published the same rate, effective Oct. 25, 1915. 

In answer to this defense complainant shows a rate 
of 12 cents from points south of Meridian, including Ma- 
bile, which involves a three-line haul via the Meridian & 
Memphis Railway; that from all stations on the Meridian 
& Memphis Railway there is in effect via three lines a 
rate of 12 cents to Memphis, and a rate of 13 cents via 
three lines from points on the Mississippi Eastern Railway 
which are southwest of Ward. 

There is no explanation in the record for the rates 
to Memphis via three lines from Aliceville and Geiger, 
nor is any justification shown for maintaining via three 
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lines a rate 2 cents higher than group 2 stations from 
Ward to Central Freight Association points and Ohio 
River crossings while maintaining a higher rate from 
Ward to Memphis, a much shorter distance. 

Upon the whole record, we are of the opinion, and 
find, that the rate of 2014 cents per 100 pounds here in 
issue was unreasonable to the extent that it exceeded 
144% cents, which we find will be a reasonable maxi- 
mum rate for the future. We further find that complain- 
ant made the shipments in accordance with the foreging 
statement of facts and paid and bore the charges thereon 
at the rate herein found to have been unreasonable, plus 
an overcharge of 2 cents per 100 pounds; that it has been 
damaged to the extent of the difference between the 
amount it did pay and the amount it would have paid at 
the rate herein found reasonable, and that it is entitled 
to an award of reparation, including the overcharge, in 
the sum of $78.72, with interest from Aug. 21, 1912. 

An order will be entered accordingly. 


ICE SWITCHING AT CHICAGO 


—_—_—_ 


CASE NO. 6356 (36 I, C. C., 514-518) 
CITY ICE & SUPPLY CO. VS. CHICAGO & NORTH- 
WESTERN RAILWAY CO. ET AL. 

Submitted Oct. 16, 1914. Decided Oct. 20, 1915. 


Switching charges at Chicago, Ill., on carload shipments of ice 
from Salem and Antioch, Wis., to Chicago, not found un- 
justly discriminatory. Reparation denied and complaint dis- 
missed. 

J. S. Burchmore and L. M. Walter for complainant; C. C. 
Wright and R. H. Widdicembe for Chicago & Northwestern Ry. 
Co.; James Stillwell for Pennsylvania Co. and Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Ry. Co.; A. P. Burgwin and Theo- 
dore Schmidt for Pittsburgh, Cincinnati, Chicago & St. Louis 
Ry. Co.; A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marte Ry. Co.; D. P. Connell for Lake Shore & Michigan South- 
ern Ry. Co.; P. F. Finnegan for Baltimore & Ohio Chicago Ter- 
minal R. R. Co.; Howard Ballard for Indiana Harbor Belt R. R. 


Co. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the whole- 
sale and retail purchase and sale of natural ice, with 
its principal office at Chicago, Ill. By complaint, filed 
Nov. 21, 1913, it alleges that the charges collected by 
defendants for the transportation of certain carload ship- 
ments of ice from Salem and other points in Wisconsin 
to Chicago were unreasonable and unjustly discrimina- 
tory in and to the extent that the switching charges at 
Chicago were not absorbed. Reparation is asked and 
other relief, but as defendants have amended their tar- 
iffs to complainant’s satisfaction only the question of 
reparation is involved. 

The Lowrey tariff is involved, which has been dis- 
cussed in detail in Board of Trade of Chicago vs. A., 
T. & S. F. Ry. Co., 29 I. C. C., 488 (The Traffic World, 
Feb. 28, 1914, p. 417), and other cases. Defendant, 
Chicago & NorthWestern Railway, hereinafter called the 
Northwestern, contends that the complaint was insuffi- 
cient to toll the statute of limitations because it states 
merely in general terms that, since Nov. 1, 1911, com- 
plainant received more than 1,200 cars of ice shipped 
from Salem and other points in Wisconsin, on which de- 
fendants refused to “allow the Lowrey basis of rates, to 
the damage of petitioner in a sum exceeding $5,000.” The 
allegation is sufficient. Mountain Ice Co. vs. D., L. & W. 
R. R. Co., 21 I. C. C., 45, 48 (The Traffic World, June 3, 
1911, p. 996). ‘ 

From Feb. 1, 1912, when it began business, to Jan. 
8, 1914, complainant shipped 14,158 carloads of ice to 
Chicago from Salem, a local point on the Northwestern, 
and two from Antioch, a local point on the Minneapolis, 
St. Paul & Sault Ste. Marie Railway, hereinafter called 
Soo Line. The rate applicable was 3 cents per 160 
pounds. Both of the carriers named provided that when 
the earnings per car amounted to $15 or more connec-. 
tion or belt-line switching charges at Chicago not ex- 
ceeding $3 per car would be absorbed. Complainant has 
three depots in Chicago at which ice is sold, located 
at the Seventy-second place crossing of the Baitimore 
& Ohio Railroad, Parkside; the Sixty-third street cross- 
ing of the Chicago, Rock Island & Pacific Railway, here- 
inafter called Rock Island, Englewood, and the Ninety- 
second street and Harbor avenue crossing of the Rock 
Island and the Belt Railway of Chicago, hereinafter 
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called Belt Railway, South Chicago. . Complainant 
paid the long-established 3-cent rate named on all 
of the shipments enumerated, plus all switching charges 
at Chicago in excess of $3 per car. The switching 
charges to Parkside were $2.50 per loaded car to the 
Belt Railway, $1.25 to the Belt Railway for the return 
of the empty car, plus $5 per car to the Baltimore & 
Ohio—$8.75 total. The charges to Englewood and South 
Chicago were $3.75 to the Belt Railway and $5 to the 
Rock Island—$8.75 total. After Feb. 1, 1912, the North- 
western absorbed $3 per car out of the connecting-line 
charge, $4 where delivery was made to the Baltimore 
& Ohio Chicago Terminal Railroad. All of the ice in- 
volved was purchased from L. C. Tewes, the sole owner 
of the Waukegan Ice Co. and cne of the organizers of 
and a stockholder in the complainant corporation. 


Complainant asserts that during the period involved 
the Chicago, Milwaukee & St. Paul Railway, hereinafter 
called Milwaukee, absorbed all switching charges at 
Chicago on ice. The Milwaukee tariffs show, however, 
that since January, 1912, the tates on ice to Chicago 
have been 3 cents per 100 pounds from both Fox Lake, 
Ill., 19 miles, and Kansasville, Wis., 18 miles, including, 
until Feb. 10, 1913, switching charges of connecting 
lines, not to exceed $3 per car where the freight charges 
totaled $15 or more. The provision relative to switch- 
ing charges was canceled Feb. 10, 1913, and the Lowrey 
basis made applicable by the Milwaukee. Because of 
the quality of ice obtainable from points on the Mil- 
waukee and “for other reasons good and sufficient to it” 
complainant desired to obtain ice from points on the 
Northwestern, and obtained only 10 or 12 cars from 
points on the Milwaukee. The Northwestern and the 
Milwaukee have their principal terminals on the north 
side and west side of Chicago. Complainant’s depots 
are located on the south side. Despite its alleged dis- 
advantage complainant’s business in 1913 was double 
its business in 1912. In obtaining ice from points in 
Wisconsin on the Northwestern complainant admittedly 
labored under exactly the same conditions as its com- 
petitors who obtained ice from points on the North- 
western. Admittedly also ice competes with no other 
commodity. Complainant does not urge that the line- 
haul rate was unreasonable, and states that if all of 
the switching charges had been absorbed by the line- 
haul carriers the measure of the line-haul rates would 
have been immaterial. Violations of sections 1 and 3 
of the act are alleged. Defendant’s participation in the 
Lowrey tariff, our decisions in Investigation & Suspen- 
sion Docket 94, 24 I. C. C., 660 (The Traffic World, 
Oct. 26, 1912, p. 597), and in Peoples Fuel & Supply Co. 
vs. G. T. W. Ry. Co., 27 I. C. C., 24 (The Traffic World, 
May 24, 1913, p. 1120), and respondent’s and other car- 
riers’ application of the Lowrey tariff rate basis to all 
shipments of ice originating at points located on their 
lines, following our decision in Investigation & Suspen- 
sion Docket 94, supra, are cited to support these allega- 
tions. There is nothing to show, however, that com- 
plainant was damaged, except by the discrimination 
alleged. There is no evidence that the line-haul charges, 
switching charges or total charges were intrinsically 
unreasonable. : 

Investigation & Suspension Docket No. 94, supra, 
involved proposed increased rates on ice from Wiscon- 
sin points to Chicago, filed in the early part of 1911 by 
the Milwaukee and other carriers. Complaints against 
the reasonableness of. the then existing rates also were 
filed. The proposed increased rates were withdrawn by 
the carriers under agreement with the complainant ship- 
pers that if the carriers canceled the proposed rates 
and asked the Commission to permit refund of the 
switching charges to the extent of $3 per car the com- 
plaints would be dismissed. All this occurred before 
complainant began business and complainant was not a 
party to the agreement. While the proceeding described 
was pending, the reciprocal switching arrangement in 
Chicago, that was later embodied in the Lowrey tariff, 
was established, providing that all switching charges on 
all traffic having a line-haul rate of 2%4 cents per 100 
pounds and earning a minimum of $15 per car would be 
absorbed. The Lowrey tariff excepted ice “because 
- rates on ice were under suspension.” We found in In- 
vestigation & Suspension Docket No. 94, supra, that the 
respondents therein and the intervener, the Northwest- 
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ern, “should apply their reciprocal switching arrange- 
ment in the Chicago district to shipments of ice.” The 
proceeding was determined October 7, 1912, but no 
order was issued and the Northwestern did not put ice 
shipments on the Lowrey basis until Feb. 2, 1914. Com- 
Plainant states that the other ice dealers who procured 
ice from points on the Northwestern were large enough 
and so situated that they were able very largely to 
avoid the effect of the Northwestern’s exception to the 
Lowrey basis and that one large company obtained its 
supply for its south-side trade on roads other than the 
Northwestern. Complainant could not protect itself as 
other companies did, and desires the Northwestern to 
equalize the commercial disadvantages under which it 
labored. The Lowrey tariff arrangement is based on 
specific minimum earnings per car. Complainant argues 
that there is no good reason for singling out any com- 
modity, such as ice, and denying to it the benefits of 
reciprocal switching when the ecarnings are in excess of 
the general minimum and the rate also exceeds the 
specific minimum required for other traffic. 

We held in the Board of Trade of Chicago case, 
supra, that the failure of the five defendant carriers 
therein to absorb the switching charges on grain de- 
livered to Chicago industries off their lines while they 
absorbed such charges on other commodities, did not 
constitute unlawful discrimination; that unjust discrimi- 
nation under the third section ordinarily requires the 
prejudice suffered by one party to be a source of advan- 
tage to the parties alleged to be preferred. There is 
no justification for a different finding as to ice traffic. 
Unjust discrimination cannot be predicated upon the 
Milwaukee’s absorption of some of the switching charges 
at Chicago for a portion of the period involved on ice 
traffic originating on its line, and the refusal of the 
Northwestern and the Soo Line to meet the competition. 

The charges for switching for defendant Belt Rail- 
way have not been paid by complainant. These under- 
charges were not called to complainant’s attention until 
after the complaint was filed. At the hearing complain- 
ant sought to prove that prior to June 1, 1913, the 
Northwestern had made direct delivery to the Engle- 
wood and South Chicago yards over the Rock Island 
and that a more expensive route over the Belt Railway 
had not been used, although it was used later. Defend- 
ant objected that the issue was not raised by the plead- 
ings, and that it was not prepared to meet the issue. 
We think the objection well taken. See Board of Trade 
of Chicago case, supra. The complaint is based pri- 
marily on the omission of ice traffic from the Lowrey 
arrangement. It alleges generally a violation of section 
1 of the act, but section 1 is comprehensive and com- 
plainant’s other allegations are so specific that we find 
the issue of misrouting not to have been fairly presented 
by the complaint. Complainant could have amended its 
complaint, but did not avail itself of the privilege. 

Upon all of the facts of record we find that the 
charges involved are not shown to have been unreason- 
able or unjustly discriminatory, and the complaint will 
be dismissed. 


MEANING OF “SCRAP IRON” 


—_—_—_ 


CASE NO. 6578 (36 I. C. C., 519-522) 
A. MARX, E. MARX, S. MARX AND I. MARX, PART- 
NERS AS A. MARX & SONS, VS. ILLINOIS CEN- 
TRAL RAILROAD CO. o3, 
Portion of Fourth Section Application No. 2045. 
Submitted Jan. 25, 1915. Decided Oct. 20, 1915. 


1. Proper Rates Applied.—Rates applied on three carload ship- 
ments of “scrap iron” from McComb, Miss., to New Orleans, 
La., found not to have been improperly collected. Com- 
plaint dismissed. 

2. Definitions and References Must Be Regarded.—Exceptions to 
classifications must be interpreted in the light of the 
— and the specifications and definitions contained 
therein. 


G. M. Stephen and S. J. Bolton for complainants; R. Walton 
Moore and F. W. Gwathmey for defendant; L. W. Watson for 
Southern Weighing and Inspection Bureau. 


BY THE COMMISSION: 

Complainants are A. Marx, E. Marx, S. Marx and 
I. Marx, copartners engaged in the scrap-iron business 
at New Orleans, La., under the firm name of A. Marx 
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& Sons. By complaint, filed Feb. 9, 1914, they chal- 
lenge the correctness of the charges collected for the 
transportation of three carloads of “scrap iron” shipped 
during January and February, 1913, from McComb, Miss., 
to New Orleans, La., alleging that the rates applied were 
unreasonable and unduly prejudicial and in excess of 
the rates lawfully applicable. Reparation is asked. As 
originally filed, the claim for reparation included charges 
on 1,500 pounds of scrap brass and copper and 250 
pounds of mechanics’ tools included in the shipments, 
but this claim was eliminated at the hearing. That 
portion of Fourth Section Application No. 2045 which 
seeks authority to continue rates on pipe, car wheels, 
channel iron, shafting, shaft hangers and pulleys from 
St. Louis, Mo., to New Orleans, La., which are lower 
than the rates concurrently applicable on like traffic 
from McComb, Miss., and other intermediate points, Was 
heard in connection with this case. All rates are 
stated in cents per 100 pounds. 

The articles constituting the shipments were the 
remnants of a dismantled sawmill sold to complainants 
after its owners had removed such portions as they de- 
sired to use in the erection of a new mill in other ter- 
ritory, and consisted of loose circular saws, car wheels, 
shafting and various kindred articles. The shipments 
were billed as “scrap iron,” on which the carload rate 
from and to the points involved was and still is the 
Class N rate of 9 cents. When the cars reached New 
Orleans the inspector of the Southern Weighing and In- 
spection Bureau made very material changes in the bill- 
ing. Charges were collected on the basis of the changed 
billing materially higher than the charges which would 
have accrued under the original billing. Under the 
changed billing, only a portion of the contents of each 
car was given the scrap-iron rating. The remaining 
articles were classified according to the inspector’s con- 
struction of the tariff provisions applicable. The altered bill- 
ing showed 30,700 pounds of scrapiron in one car, charged 
for at the carload rate of 9 cents; 5,429 pounds of scrap 
iron in another car, and 7,500 pounds in a third, charged 
for at the less-than-carload sixth-class rate of 23 cents; 
5,496 pounds of loose circular saws, charged for at a 
rate of 90 cents, or one and one-half times the first- 
class rate of 60 cents; the remaining articles charged 
for at rates varying from the higher rates mentioned to 
the Class N rate, most of the articles at a rate of 23 
cents. The charges on the 5,429-pound and 7,500-pound 
shipments of scrap iron were lower at the less-than- 
carload rate than the charges which would have accrued 
at the carload rate and required carload minimum. 

The Class N rating is published in note 23 to South- 
ern Classification I. C. C. No. 17, defendant’s exception 
sheet to the classification. The item reads as follows: 
“Scrap iron (will not apply to old rails for relaying 
purposes), Class N.” In explanation of the inapplicabil- 
ity of this rating to shipments generally, defendant 
states that the exception sheet does not define scrap 
iron and that therefore it is applied in connection with 
the Southern Classification, which carries the following 
note under the item “scrap iron”: 

The ratings specified herein on scrap iron will apply only 
on scraps or pieces of old or second-hand iron or steel which 
cannot be again used for the purposes for which they were 
used when new, and said ratings will not apply on old or sec- 
ond-hand machinery, engines, boilers or similar articles, unless 
the same are broken into scraps or pieces at the point of ship- 
ment before being tendered to the carrier. 

Defendant asserts that except as recognized by the 
inspector, complainants’ shipments did not comply with 
these requirements and therefore were not entitled to 
the Class N rating, and that the proper ratings under 
the classification were applied to the respective articles 
involved. Defendant also shows that the tariff publish- 
ing the rate provides that it is— 

Governed, except as otherwise provided herein, by Southern 
Classification * * * and by exceptions to such classification 
published therein under Note 23, supplements thereto and re- 
issues thereof. 

It is also stated that various provisions of the 
classification show clearly that the exceptions are to be 
considered as supplementing the classification proper 
only as to ratings. Reference is made in this connec- 
et to the following provision of the classification 

roper: 


The exceptions to the ratings and rules of this classification 
carried on pages * * * (and supplements thereto), desig- 
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nated by numbers, will apply only when freight tariffs authorize 
their use by specific reference to them— 

and to the provision immediately preceding the excep- 
tions as follows: 

The following exceptions, which are designated by numbers, 
will apply only when freight tariffs authorize their use by spe- 
cific reference to them and take precedence over the ratings 
provided in the classification proper. Except where otherwise 
specifically provided in the exceptions to the classification (pp. 
* * *), and supplements thereto, the carload minimum weight 
specified in the classification proper (pp. * * *) and supple- 
ments thereto will apply. 

Complainants insist that the exceptions provide for 
their own precedence over the classification proper and 
that therefore neither the classification description of 
scrap iron nor the requirements of the rule noted there- 
in have any application with reference to the excep- 
tions, and that under the terms of the tariffs the Class 
N rating was applicable to any commodity that came 
under the terms of what is commercially known as 
scrap iron. Complainants remark that it is) expressly 
provided in the regulation quoted from the exceptions 
that the classification minimum weight will apply, and 
argue that such provision would have been entirely 
unnecessary if defendant’s construction of the tariffs 
was correct. 

Upon examination of note 23 of the exception sheet 
we find that some items are absolutely meaningless 
without referring to the classification. It has been our 
observation that exception sheets frequently appear to 
be inconsistent and prepared without due regard for 
the terms of the classification proper. If the items car- 
ried therein are to be regarded as supplemental to the 
classification, there is much unnecessary repetition. On 
the other hand, if they are to be regarded as independ- 
ent of the classification, many items are vague and 
incomplete. Classification exceptions must be interpreted 
in the light of the classification and of the specifications 
and definitions contained in such classification. Carriers 
are admonished that more care must be exercised in 
the preparation of exception sheets to the end that they 
shall harmonize and conform in respect of governing 
rules, conditions, definitions and like matters, with the 
classification proper. Attention is also directed to the 
requirements of our rules concerning tariff publications 
that references in one publication to another must be 
in specific, clear and unambiguous terms as to every 
item affected. 7 

We are of opinion and find that the exception nam- 
ing the scrap-iron rating must be read in conjunction 
with the respective item of the classification regarding 
the breaking up of the articles and other conditions 
precedent to the application of such rating. We further 
find that the rates under complaint were not shown to 
have been unreasonable, unduly prejudicial or unlaw- 
fully applied. The complaint will be dismissed and an 
order entered accordingly. 

Certain violations of the fourth section of the act 
are alleged resulting from rates applicable to some of 
the commodities involved herein, which were higher 
than the rates concurrently maintained by defendant for 
the transportation of like commodities to New Orleans 
from St. Louis, Mo., Cairo, Ill, Memphis, Tenn., and 
Jackson, Miss., points on the same line, more distant 
from New Orleans than is McComb. As previously 
stated, that portion of the defendant’s Fourth Section 
Application No. 2045, covering this situation with re- 
spect to the St. Louis rates, was assigned for hearing 
with the complaint. Applications of the defendant for 
relief with respect to the other fourth section violations 
noted had been previously filed with the Commission, 
but no hearing has been had on such applications. In 
justification of the lower rates referred to from St. 
Louis, defendant offered substantially no testimony but 
referred to our order entered in Fourth Section Viola- 
tions in the Southeast, 30 I. C. C., 153 (The Traffic 
World, May 16, 1914, p. 944), wherein: defendant was 
authorized to continue lower class and commodity rates 
from this point to New Orleans than the rates concur- 
rently applicable on like traffic to intermediate points. 
That order did not cover the situation here presented. 
However, the defendant states that all of its rates em- 
braced in the report referred to are in process of read- 
justment in compliance with the order cited. Upon this 
record we cannot pass upon the fourth section questions 
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presented, and such applications will be reserved for 
consideration in other and more comprehensive records. 


SAW MILL MACHINERY 


CASE NO. 7264 (36 I. C. C., 523-525) 
G. B. MERRILL & BRO. VS. ILLINOIS CENTRAL RAIL- 
ROAD CO. ET AL. 

Submitted April 1, 1915. Decided Oct. 21, 1915. 


Rates charged for the transportation of second-hand sawmill 
machinery in carloads from Tickfaw, La., to Lake, Miss., 
not found unreasonable or unjustly discriminatory. Com- 
plaint dismissed. 


W. N. Webb for complainant. 
Gwathmey for defendants. 

BY THE COMMISSION: 

Complainant is P. S. Merrill, engaged in the lumber 
business at Lake, Miss., and doing business as G. B. 
Merrill & Bro. By complaint, filed Sept. 2, 1914, he al- 
leges that the charges collected by defendants for the 
transportation of second-hand sawmill machinery in car- 
loads from Tickfaw, La., to Lake in 1913 were unrea- 
sonable, unjustly discriminatory, and in excess of the 
charges lawfully assessable; also that the failure of 
defendants’ tariffs to provide for a dunnage allowance 
on shipments loaded in open cars, while such an allow- 
ance was made on shipments in box cars, was unjustly 
discriminatory. Reparation is asked. 

Tickfaw is a local station on the Illinois Central Rail- 
road 59 miles north of New Orleans and 125 miles south 
of Jackson, Miss. Lake is a local point on the Alabama 
& Vicksburg Railway, 55 miles east of Jackson. The 
shipments involved were occasioned by the dismantling 
of a sawmill at Tickfaw and its removal to Lake, where 
it was to be set up again and operated. Ten carloads 
of machinery were shipped between Jan. 9 and Feb. 8, 
1913. All of the cars used were open cars except two. 
Charges were assessed at a combination rate of 53 cents 
per 100 pounds, composed of a class K rate of 27 cents 
from Tickfaw to Jackson and the sixth class rate of 26 
cents beyond, except that a smokestack included in one 
of the shipments, billed at a weight of 4,000 pounds, was 
charged for at a rate of $1.26 per 100 pounds. Defend- 
ants admit that this smokestack should have taken the 
53-cent rate assessed on the remainder of the shipment, 
applied to its actual weight, and are ready to refund 
the overcharge. The refund should be made, and if it 
is not made promptly, complainant may recall the matter 
to our attention. 

The complaint assails the through rate charged, but 
is directed particularly against the 26-cent component 
from Jackson to Lake. Complainant argues, first, that 
26 cents exceeded the rate lawfully applicable. Com- 
plainant suggests as the lawful rate a commodity rate 
of 17 cents applicable on machinery from Delta Point, 
La., the first station west of Vicksburg, Miss., on the 
Vicksburg, Shreveport & Pacific Railway, to Meridian, 
Miss., 41 miles east of Lake. This same rate applied 
from Delta Point to Jackson and Lake over the Vicks- 
burg, Shreveport & Pacific and the Alabama & Vicks- 
burg railways. The tariff naming it contains the following 
provision: 

The rate to apply from a point of origin or to a point of 
destination not shown herein which is directly intermediate 
with a point from or to which a specific rate is published will 
be the rate from or to the next more distant point from or to 
which a specific rate is published herein. t 

Both Jackson and Lake are intermediate from Delta 
Point to Meridian, but both are shown in the tariff. 

An intrastate rate of 16 cents per 100 pounds applied 
on second-hand machinery from Jackson to Lake, which 
would have applied to complainant’s shipments if they 
had originated at Jackson. We have held that the main- 
tenance of lower rates on intrastate traffic than on like 
interstate traffic between the same points affords some 
evidence of unjust discrimination, but also that it is not 
conclusive evidence. Complainant fails to show that it 
was in any way prejudiced by the intrastate rate, which, 
moreover, does not necessarily afford the measure of a 
reasonable rate for the same haul on interstate traffic. 

The 26-cent rate from Jackson applies to a group of 
points extending from Pearson, 6 miles east of Jackson, 
to Meridian, 96 miles east. 

Complainant’s witness stated relative to dunnage 


R. Walton Moore and F. W. 
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that the use of stakes and braces was necessary in the 
transportation of the shipments involved, and that the 
Official and Western classifications provided for a dun- 
nage allowance of 500 pounds on shipments in open cars. 
Numerous commodity tariffs, including the tariff naming 
the 17-cent rate previously described, which is governed 
by the Western Classification, and practically all lumber 
tariffs in the South and Southeast, also are said to pro- 
vide for a dunnage allowance on shipments in open cars. 

Defendants object to complainant’s comparisons that 
the 17-cent rate from Vicksburg, Shreveport & Pacific 
points was established by the Alabama & Vicksburg 
Railway and the New Orleans & Northeastern Railroad 
over their route through Meridian to New Orleans to 
meet strong competition with lines west of the Missis- 
sippi River, and that it is applied to points in Mississippi 
only because they are intermediate points. Investigation 
made since the complaint was filed developed that there 
had been no movement under this rate for a considerable 
period. Effective Feb. 13, 1915, it was canceled. Com- 
parison with rates from New Orleans and Mobile is 
protested because of the circumstances and conditions 
that surround transportation from two such important 
shipping points and the competitive character of the rates. 

Defendants oppose a commodity rate lower than the 
class rate on sawmill machinery from Jackson to Lake 
because their investigation disclosed that the shipments 
involved were the only shipments during the year before 
the hearing. Defendants show further that the Southern 
Classification has never contained a provision for the free 
carriage of dunnage in open cars and that the forthcoming 
issue of the Southern Classification will not contain 
provision for such an allowance even for shipments in 
box cars. Other reasons are given for refusing a dunnage 
allowance which we consider unnecessary to detail. The 


question of requiring provision in the Southern Classifi- 
cation for a dunnage allowance on open cars is too broad 
to be decided upon the limited record before us. 

We find upon the record that the charges assailed 
have not been shown to be unreasonable or unjustly 
discriminatory, and the complaint will be dismissed. 


LUMBER AND FOREST PRODUCTS 


—_——-_ 


CASE NO. 7251 (36 I. C. C., 526-528) 
EASTERN OREGON LUMBER PRODUCERS’ ASSOCIA- 
TION VS. OREGON-WASHINGTON RAILROAD & 
NAVIGATION CO. ET AL. 
Submitted Jan. 20, 1915. Decided Nov. 11, 1915. 


Combination rates on lumber, and forest products taking the 
same rate, from Oregon producing points on the line of 
Oregon- Washington R. R. & Navigation Co. to points on the 
Chicago, Burlington & Quincy R. R. south and east of Hem- 
ingford, Neb., Guernsey and Cheyenne, Wyo., and Brush, 
Colo., to and including Missouri River points, found to be 
unreasonable and unjustly discriminatory. Reasonable and 
non-discriminatory joint rates prescribed for the future. 


Joseph N. Teal and William C. McCulloch for complainant 
and interveners; A. W. Hawkins for Oregon-Washington R. R. 
& Navigation Co., Oregon Short Line R. R. Co. and Union 
Pacific R. R. Co.; John F, Finerty for Chicago, Burlington & 


Quincy R. R. Co. 


HARLAN, Commissioner: 

Acting on behalf of certain lumber companies with 
mills on the line of the Oregon-Washington Railroad & 
Navigation Co. at Perry, La Grande, Baker, Wallowa and 
Elgin, in the state of Oregon, the complainant association 
is here demanding the establishment of reasonable and 
non-discriminatory joint through rates on lumber, and 
on forest products taking lumber rates from those points 
to destinations on the Chicago, Burlington & Quincy 
Railroad south and east of Hemingford, in the state of 
Nebraska, Guernsey and Cheyenne, in the state of Wyom- 
ing, and Brush, in the state of Colorado, to and including 
the Missouri River crossings. Certain lumber companies 
with mills at Bridal Veil, Cascade Locks and Hood River, 
also in the state of Oregon, have intervened and com- 
plain that they, too, ought to have the benefit of joint 
rateg to the destinations in question. These points are 
likewise on the line of the Oregon-Washington Railroad 
& Navigation Co. and are between 200 and 300 miles 
west of the lumber mills on behalf of which the original 
complaint was filed. Another intervener has a mill at 
Dee, on the Mount Hood Railroad, 16 miles south of Hood 
River; the rates from that point are based on the aggre- 
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gate of the intermediate rates to and from Hood River. 
This intervener does not ask for joint rates from Dee, 
but will, of course, have the benefit of any relief ac- 
corded to Hood River. 

On the part of all these lumber interests it was 
shown that just north of the complainants’ mills is a 
lumber-producing district known as the Spokane group, 
comprising mills on the Northern Pacific and Great 
Northern. The joint rates from these mills to the des- 
tinations in question are so much lower than the aggre- 
gate rates exacted of the complainants. and the inter- 
veners as to give to the Spokane mills a practical mo- 
nopoly in meeting the lumber requirements of the ter- 
ritory of destination above described. Although the mills 
of the complainants are nearer to these destinations 
than the mills in the Spokane group, the rate from the 
latter to the Missouri River crossings, for example, is 
47 cents per 100 pounds, while from the eastern Oregon 
mills the rate is 56 cents per 100 pounds. In some in- 
stances the rate differentials against the mills in whose 
behalf the complaint was filed are even greater. More- 
over, the rates complained of are higher than to points 
east of the Missouri River, but this situation will be 
corrected if the rates here suggested are established. 

The contention advanced on behalf of the complain- 
ants is that they are entitled to joint rates which shall 
not exceed the rates from the Spokane group to the 
destinations in question. The interveners, on the other 
hand, ask for rates from their mills on a basis of a dif- 
ferential of 1 cent over the Spokane group rates on traffic 
from Cascade Locks and Hood River, and 5 cents over 
rates from the Spokane group on lumber moving from 
Bridal Veil, the Pacific coast group rates to be the maxi- 
mum rates. 

The carriers interposed no defense and upon the 
whole record we conclude and find that the present rates 
on lumber and forest products from the producing points 
to the destinations in question are unreasonable and 
unjustly discriminatory to the extent that they exceed 
the rates here found to be reasonable maximum rates 
for the future; these being, to points on the line of the 
Chicago, Burlington & Quincy Railroad Co. south and 
east of Hemingford, Neb., Guernsey and Cheyenne, Wyo., 
and Brush, Colo., to and including Missouri River cross- 
ings from Perry, La Grande, Baker, Wallowa and Elgin, 
Ore., rates which shall not exceed those contempora- 
neously in effect on said commodities from points in 
what is known as the Spokane group; from Cascade 
Locks and Hood River, Ore., rates which shall not exceed 
those contemporaneously in effect from the Spokane group 
by more than 1 cent per 100 pounds, and from Bridal 
Veil, Ore., rates which shall not exceed those contempo- 
raneously in effect from the Spokane group by more than 
5 cents per 100 pounds. 

An order will be entered in accordance with these 
findings. ; 


NEWS PRINT PAPER 


——__— 


CASE NO. 7373 (36 I. C. C., 532-534) 
ALEXANDRIA PAPER CO. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. ET AL. 

CASE NO. 7374 ; 
ALEXANDRIA PAPER CO. VS. ARKANSAS CENTRAL 
RAILROAD CO. ET AL. 

Submitted May 19, 1915. Decided Nov. 11, 1915. 


Complaints against the carload rates on news print paper from 
Alexandria, Ind., to various points west of the Mississippi 
River, dismissed. 





A. B. Cronk and Isaac Born for complainant; W. D. Hurl- 
burt for Pulp and Paper Manufacturers Traffic Assn., inter- 
vener; C. C. Wright and R. H. Widdicombe for Chicago & 
Northwestern Ry. Co.; F. G. Wright for Missouri Pacific Ry. Co. 
and St. Louis, Iron Mountain & Southern Ry. Co.; C. P. Stew- 
art and L. J. Hackney for Cleveland, Cincinnati, Chicago & St. 
Louis Ry. Co.; Lake Erie & Western R. R. Co. and Chicago, 
Indiana & Southern R. R. Co.; J. F. Finerty for Great North- 
ern Ry. Co.; W. F. Dickinson and W. T. Hughes for Chicago, 
Rock Island & Pacific Ry. Co.; J. N. Davis for Chicago, Mil- 
waukee & St. Paul Ry. Co.; J. L. Coleman for Atchison, Topeka 
& Santa Fe Ry. Co.; J. W. Allen for Missouri, Kansas & Texas 
Ry. Co.; J. R. Christian for Galveston, Harirsburg & San An- 
tonio Ry. Co. 

HARLAN, Commissioner: 
The joint through rates now in effect from Alex- 


andria, in the state of Indiana, where the complainant 
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is engaged in the manufacture of news print paper, to 
destinations in the states of Arkansas, Oklahoma and 
Texas are, generally speaking, lower than the rates to 
the same destinations from competing paper mills in the 
states of Michigan, Wisconsin and Minnesota, made by 
adding certain differentials to the rates applicable from 
St. Louis. With respect to these rates the complainant 
apparently asks no relief in the second of the above- 
entitled cases other than a reduction. , 

On the other hand,.there are no joint through rates 
from Alexandria to points in the states of Iowa, Kansas, 
Nebraska, Colorado, Utah and- North Dakota, and the 
complainant’s traffic to those destinations moves on the 
aggregate of the intermediate rates or on proportional 
rates to and from the Mississippi River crossings. These 
rates, which as a rule are higher than the rates on 
news print paper to the same destinations from what 
are referred to as competitive points in the states of 
Michigan, Wisconsin and Minnesota, are alleged to be 
unreasonable as well as unjustly discriminatory against 
the complaint and the point at which its mill is located, 
and, conversely, unduly preferential to the complainant’s 
competitors. The relief suggested is thus described by 
the complainant: 

We are of the opinion that a proportional rate from Alex- 
andria to the Mississippi River should be established on busi- 
ness destined to territory beyond, and that there should also be 
a proportional rate established from the Mississippi River to 
the points in question applicable on business originating at 


Alexandria, or at all points east of the Indiana-lIllinois state 
line. 


At the close of the complainant’s testimony the de- 
fendants announced their willingness to submit the case 
on the record as made by the complainant, and moved 
to dismiss the complaints on the ground that the gen- 
eral basis for the adjustment of such rates had already 
been established in Burnham-Hanna-Munger Co. et al. 
vs. C., R. I. & P. Ry. Co., 14 I. C. C.,-299 (The Traffic 
World, July 18, 1908, p. 47); Indianapolis Freight Bu- 
reau vs. C., C., C. & St. L.’Ry. Co. 16 I. C. C., 56 (The 
Traffic World, April 24, 1909, p. 557), and 23 I. C. C., 
195 (The Traffic World, April 27, 1912, p. 825); Warnock 
& Co. vs. C. & N. W. Ry. Co., 21 I. C. C., 546 (The 
Traffic World, Nov. 25, 1911, p. 895); Commercial Club 
of Terre Haute vs. V. R. R. Co., 29 I. C. C., 383 (The 
Traffic World, Feb. 21, 1914, p. 380); Milburn Wagon 
Co. vs. A. A. R. R. Co., 32 I. ©. C., 582 (The Traffic 
World, Feb. 13, 1915, p. 288). In those cases the Com- 
mission refused to disturb the iong-established basis of 
constructing through rates from points east of the Indi- 
ana-Illinois state line to Missouri River points on the 
Mississippi River combination. The proportional class 
rates prescribed in Burnham-Hanna-Munger Co. vs. C., R. 
I. & P. Ry. Co., supra, and in William Warnock Co. 
et al. vs. C. & N. W. Ry. Co. et al., supra, are now 
used in making through class rates from Alexandria. 
News print paper, which was not specifically involved 
in any of those cases, takes fifth-class rates under the 
Western Classification, which is 20 cents per 100 pounds, 
on the basis prescribed in the two cases last mentioned, 
but there was and still is a commodity rate on news 
print paper of 15 cents per 100 pounds. 


These facts are brought out of record, but the sub- 
stantial basis of the complainant’s contention is that it 
is at an undue rate disadvantage with respect to rates 
enjoyed by its competitors heretofore mentioned. The 
one witness in behalf of the complainant offered eight 
comparative rate exhibits, five of which purported to 
compare the rates from Alexandria and the Fox River 
territory to the points of destination involved in both 
complaints, but there were obvious inaccuracies and in- 
consistencies in the exhibits, as the witness admitted. 
In one of them the rates from Alexandria were com- 
pared with the rates from 11 points of origin in the 
states of Minnesota, Wisconsin and Michigan; but in 
response to a question as to whether the complainant 
encountered competition from these points the witness 
admitted knowledge in reference to but one. It is clear 
that exhibits such as these, bearing in mind the nature 
of the complaint, are not of probative value in sustain- 
ing the allegation of unjust discrimination and undue 
advantage. The same may be said in reference to the 
remaining three exhibits, wherein the rates between 
Alexandria and points in the New England states, the 
state of New York and the states of Massachusetts and 
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New Hampshire, were compared. These comparisons 
obviously have no relation to the issue involved. No 
testimony was offered tending to show that the circum- 
stances and conditions surrounding the transportation of 
news print paper from the alleged competing points to 
the destinations named in the complaint were either 
similar or substantially similar to the conditions affect- 
ing the traffic from Alexandria to the destinations in 
question. Nor was it affirmatively shown that there 
was or is a movement of news print paper to such des- 
tinations from many of the alleged competing points of 
origin. On the whole record we therefore conclude and 
find that the complainant has failed to sustain its con- 
tentions and the complaints in both proceedings must 
be dismissed. An order will be entered accordingly. 

It appears that the specific through rates from Alex- 
andria to points in Oklahoma have in some instances 
been made on an improper basis; as to a few points 
they are more than the regular differentials over the 
St. Louis rates and to other points more than the inter- 
mediate local rates to and from St. Louis. The defend- 


ants will be expected to correct these irregularities. 


COTTON PIECE GOODS 


CASE NO. 7466 (36 I. C. C., 535-537) 
FALL RIVER .BLEACHERY VS. ATLANTIC COAST 
LINE RAILROAD CO. ET AL. 

Submitted April 23, 1915. Decided Oct. 21, 1915. 


Rail-and-water rates on cotton piece goods from Carolina 
territory to Kall River, Mass., not found unreasonable or 
unjustly discriminatory. Complaint dismissed. 


G. W. Collier for complainant. R. Walton Moore and E. H. 
Hart for Atlantic Coast Line Railroad Co., Charleston & West- 
ern Carolina Ry. Co., and other carriers. W. P. Levis for 
Clyde cocemente Co. 8S. S. Perry for New York, New Haven 
& Hartford Railroad Co. and New England Steamship Co. 
BY THE COMMISSION: 

Complainant is a corporation engaged in bleaching 
cloth at Fall River, Mass. By complaint, filed Nov. 4, 
1914, it assails as unreasonable and unjustly discrimi- 
natory defendants’ rail-and-water rates for the transporta- 
tion of cotton piece goods from points in Georgia, South 
Carolina and Virginia to Fall River. The allegation that 
the rates assailed are unreasonable was abandoned at the 
hearing. 

Different rates apply to Fall River from different 
points in the territory of origin involved, hereinafter 
called Carolina territory. A rate of 53 cents per 100 
pounds applied from a number of points and will be 
considered typical. The rate to Providence, R. I., from 
the same points of origin was and is 48 cents per 100 
pounds. The discrimination alleged is based principally 
on the lower rates applicable to Providence, although 
comparisons are made also with the rates to Passaic and 
Delawanna, N. J. 

Fall River is located about 20 miles from the entrance 
to Narragansett Bay. Providence is on the Providence 
River at the head of Narragansett Bay about 20 miles 
from Fall River. Cotton piece goods move by rail from 
Carolina territory to Norfolk, Va., and thence by water 
in vessels operated by the Merchants’ & Mines’ Trans- 
portation Co. directly to Providence, or by other boat 
lines to New York or Boston, Mass., and thence either 

. by rail or water to Providence or Fall River. There is 
no direct water service from Norfolk to Fall River. Gen- 
erally the rail-and-water rates on the traffic involved from 
Carolina territory to New England are made certain dif- 
ferentials under the all-rail rates. The all-rail rates from 
Carolina territory to Boston apply to a large territory 
extending, roughly, from Bridgeport, Conn., on the south, 
to Bennington and Windsor, Vt., on the east, and to 
points just south of Plymouth, N. H., and Portland, Me., 
on the north. Prior to Aug. 1, 1911, the rail-and-water 
rates from Carolina territory to Boston and Providence 
were 3 cents per 100 pounds under the all-rail rates, or 
51 cents per 100 pounds. To a portion of the Boston 
all-rail zone extending to New London, Conn., on the 
south, Springfield, Mass., and Brattleboro, Vt., on the 
east, and Manchester and Portsmouth, N. H., on the 
north, and including Fall River, the rates from Carolina 
territory were, and still are, made 1 cent under the 
all-rail rates, making the rate to Fall River only 2 cents 
higher than the rate to Providence. On Aug. 1, 1911, the 
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rail-and-water rates to Providence and Boston were re- 
duced to 48 cents, increasing the difference between the 
rates to Providence and Fall River to 5 cents per 100 
pounds. This reduction in the rate to Boston and Provi- 
dence was due to the establishment of an intrastate rail 
rate of 26 cents per 100 pounds to Charleston, S. C., which 
in combination with the Clyde Steamship Co.’s rate of 
19 cents per 100 pounds from Charleston to New York 
made a through rate of 45 cents from the principal South 
Carolina mills. The reduced rate was established, how- 
ever, as uninsured, whereas the former through rates 
from such South Carolina points generally were insured. 
Similar reductions followed to the ports of Providence 
and Boston, resulting in the rate of 48 cents to those 
ports. Defendants contend that this reduction in the 
rates to Providence and Boston is more apparent than 
real, as the rates to Providence and Boston which had 
formerly been insured also were published as uninsured 
rates. In making rates, including marine insurance on 
cotton piece goods, as on other commodities rated fifth 
class, the allowance for insurance is 3 cents per 100 
pounds when the movement is through Norfolk. 


Complainant shows that although the rates from 
Carolina territory to Baltimore include lighterage at 
Baltimore and an-allowance of 40 cents per ton to con- 
signees at that point when they perform the lighterage 
services, and the rates to Providence include delivery 
on the tracks of the New York, New Haven & Hartford 
Railroad, the rates to Fall River are in excess of the 
Providence rate to the extent of the local rate of 5 cents 
from Providence to Fall River. Defendants assert that 
the lighterage service at Baltimore and the extension 
of the Providence rate to sidings on the New York, New 
Haven & Hartford Railroad is due to competition with 
rates published by rail carriers. From certain points 
in the Southeast, Atlanta, Ga., for example, the rates on 
cotton piece goods are the same to New York, Boston 
and Providence, and complainant argues that the rates 
from the territory of origin here involved to Providence 
and Fall River should be on a parity with the rates to 
New York. Defendants reply that Atlanta is in the 
territory from which the controlling rail-and-water route 
is through Savannah, that the controlling route from 
Carolina territory is through Norfolk, and that in the 
comparatively short water haul from Norfolk the dif- 
ference in distance to New York and Providence is con- 
siderable, while in the longer haul from Savannah the 
difference in distance to New York and Providence is 
immaterial. Complainant shows further that from some 
of the points of origin involved the rates on the traffic 
in issue to interior points such as Passaic, Delawanna, 
Albany, N. Y., and Cohoes, N. Y., are lower than to Fall 
River. To this defendants reply that the rates to these 
interior points vary from the different points in the 
territory of origin, and that they average higher than 
the rates to Fall River. 


No substantial evidence was offered by complainant 
to show that the rates in issue subject complainant or 
Fall River to undue prejudice or disadvantage. 

The rate zone in which Fall River is located includes 
some of the most important bleaching points in New 
England, such as North Adams and Lowell, Mass., and 
Saylesville, R. I, which control approximately 75 per 
cent of the bleaching business of the country. The same 
zone also includes a number of points which defendants 
contend are similarly situated with Fall River with re- 
spect to local water transportation, New Bedford and 
Lynn, Mass., and New London, New Haven and Bridge- 
port, Conn., for example. Defendants state that the total 
yearly movement of cotton piece goods from the terri- 
tory of origin involved to Fall River amounts to 5,436 
tons and to 3,954 tons to Providence, basing their state- 
ments upon the volume of traffic moved during repre- 
sentative months. 

Complainant argues in its brief that Fall River should 
have an uninsured rate, the same as Providence. No 
proof was offered, however, to show that the cost of 
insurance on this traffic to Fall River is unreasonable; 
neither does it appear that there is any demand on the 
part of Fall River interests for an uninsured rate to that 
point. 

Upon all the facts of record we find that the rates 
involved are not shown to be unreasonable or unjustly 
discriminatory, and the complaint will be dismissed. 
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COAL FROM WEST VIRGINIA 


CASE NO. 6080 (36 I. C. C., 528-531) 
ELMORE-BENJAMIN COAL CO. ET AL. VS. CHESA- 
PBAKE & OHIO RAILWAY CO. ET AL. 
Submitted April 21, 1915. Decided Nov. 1, 1915. 
Through rates on coal in carloads from the Kanawha and New 

River, W. Va., fields on lines of the Chesapeake & Ohio 
Railway Company to Milwaukee, Wis., not found to be un- 
ee Request for joint rates denied. Complaint dis- 

missed. 


T. H. Gill for complainants. D. W. Hoan for city of Mil- 
waukee, intervener. J. S. Patterson and W. S. Bronson for 
Chesapeake & Ohio Railway Company and Chesapeake & Ohio 
Railway Company of Indiana. James Stillwell for Pennsylvania 
Company and Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
way Company, interveners. J. F. Youse for Kanawha & Mich- 
igan Railway Company, intervener. D. P. Connell for New York 
Central Lines, interveners. R. H. Widdicombe for Chicago & 
North Western Railway Conipany. J. N. Davis for Chicago, 
Milwaukee & St. Paul Railway Company. 


HARLAN, Commissioner: 
The object of this proceeding is to secure the estab- 
lishment of reasonable joint rates, all rail, on bituminous 


‘ coal in carloads moving from the Kanawha and New 


River fields, in the state of West Virginia, through 
Chicago to Milwaukee, either for local delivery at that 
point or for destinations beyond. The city of Milwaukee 
has intervened in behalf of the complainants, who are 
engaged in a wholesale coal business at that point. Sev- 
eral of the lines serving competing coal fields in the 
same general territory have also intervened. 


The rate on coal from the Kanawha district to Chi- 
cago is $1.90 per ton and from the New River district 
$2.05; and the prayer of the complainants is that rates 
no higher than those to Chicago shall be made effective 
also to Milwaukee. The following table shows the aver- 
age distances from the two coal districts to Chicago 
and Milwaukee, the rates in effect and the rates asked 
for to Milwaukee: 


From— Distance. Rate. 

Rates in effect: Miles. Per Ton. 

Kanawha district to Chicago............. 523 $1.90 

New River district to Chicago........... 560 2.05 

Kanawha district to Milwaukee.......... 608 2.50 

New River district to Milwaukee......... 645 2.65 
Rates asked: 

Kanawha district to Milwaukee.......... 608 1.90 

New River district to Milwaukee........ 645 2.05 


In Coal Rates to Milwaukee and Other Wisconsin 
Points, 27 I. C. C., 223 (The Traffic World, June 21, 
1913, p. 1345), we had under consideration the rates on 
coal from the Kanawha and New River districts on the 
Chesapeake & Ohio, moving through Toledo across-lake 
routes to Milwaukee; and we there permitted the rates 
from those districts, $1.90 and $2.05 per ton, respect- 
ively, to be increased by 10 cents a ton on coal des- 
tined beyond Milwaukee. The history of the rates to 
that point over the car-ferry routes across Lake Michi- 
gan is fully set forth in the report in that case and 
need not be repeated here. In conformity with our 
findings the rates were increased 10 cents per ton, but 
on April 12, 1915, after the hearing in the pending case, 
they were restored to the former basis by the Chesa- 
peake & Ohio. The rates to Milwaukee from the coal 
districts in question on coal destined beyond are there- 
fore the same in connection with the car-ferry routes 
as the all-rail rates to Chicago. In republishing the 
old basis of rates to Milwaukee over the car-ferry 
routes the Chesapeake & Ohio, which is not a party to 
any through rate for local delivery at Milwaukee over 
the car-ferry routes, was prompted, as is explained of 
record, by its desire to place the coal from its mines 
on the same rate basis with coal from mines in the 
Pittsburgh district. 

Complaint is made of the proportional rate to Mil- 
waukee of $1.90, applicable in connection with the car- 
ferry routes, as compared with the rate of $2.50 applic- 
able through Chicago for local delivery at Milwaukee. 
The evidence indicates that coal from the Kanawha 
district moving over the great lakes through Lake Erie 
ports can be delivered in Milwaukee at $1.35 per ton 
and coal from the Pittsburgh district at $1.16 per ton. 
As the coal can then be moved from the docks to in- 
dustrial tracks in the city of Milwaukee at a cost of 
from 40 to 50 cents per ton, the total charge is ma- 
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terially less than the proportional across-lake rate of 
$1.90 in effect to Milwaukee on shipments destined be- 
yond. The complainants are coal brokers; one of them 
has no storage facilities in Milwaukee, and the other 
—- limited dock storage not connected with any rail- 
road. 


The real and the only question for determination is 
whether the defendants should be required to establish 
all-rail rates to Milwaukee through Chicago which shall 
be lower than the sum of the separately established 
rates to and from that junction. In the final analysis 
the determination of that question rests upon the rea- 
sonableness of the through charges now in effect. No 
joint rates to points north and northwest of Chicago 
have ever been published on coal from eastern and 
southeastern coal fields. Ever since coal was first pro- 
duced in those districts the base or controlling rate on 
coal to Chicago from the coal fields of Ohio, Pennsyl- 
vania and West Virginia has been the Pittsburgh rate; 
and the rate from Pittsburgh to Chicago is now, and 
since 1903 has been, $1.90 per ton. Because of the 
shorter distance the rate from the Ohio mines, when 
opened, was put at $1.65, and when the West Virginia 
fields were developed the Fairmont, Thacker and Kan- 
awha districts were given the same rates as the Pitts- 
burgh district. The rates over the Chesapeake & Ohio 
to Chicago and other western points are on a lower 
basis per ton-mile than the rates from the Pittsburgh 
district, because of the greater average distance. 


The Chesapeake & Ohio of Indiana does not reach 
the city of Chicago over its. own rails; the latter end 
at a point called “H Y Tower,” in the yards at Ham- 
mond. From this point deliveries either in Chicago, or 
for destinations beyond, are made for it by other car- 
riers at a considerable expense to the Chesapeake & 
Ohio because of absorptions. The rates to Chicago, 
whether they be considered alone over the lines of the 
Chesapeake & Ohio, or over the lines of other carriers, 
are not unreasonably high. It is true that they are on 
a higher basis than the rates to Milwaukee over the car- 
ferry routes, but the latter rates are on a lower basis 
than we felt justified in prescribing. in the case cited. 


The rate of 60 cents per ton from Chicago to Mil- 
waukee has been maintained for many years and yields 
about 7 mills per ton-mile for a distance of 85 miles. 
Whether coal is reshipped from Chicago, or moves 
through that terminal, it is subject to unusually high 
charges for movements within the Chicago switching dis- 
trict, and with respect to deliveries in Milwaukee. The 
defendants assert that the terminal charges on ship 
ments of coal from Chicago to Milwaukee will average 
30 cents per ton, which, if true, would make the ton- 
mile yield for the line haul but a fraction over three 
mills. 

The following table shows rates per ton on coal from 
‘Milwaukee, and the distances therefrom to certain Wis- 
consin points, in comparison with the rate from Chicago 
to Milwaukee: 


From— Distance, Rate. 
Miles, 

Chiceas to MEUIWAUKES. d6.0.0:< 00 cccscccdccsccee 85 $0.60 
I BP PID, oo. 0:50:005:655-400d4000080e 82 1.00 
BEEWGUOO EO JROTC «oc oc iccccccccccceceve 77 1.00 
I I I oo iso onc 0 chb0bou~seanees 90 1.00 
Milwaukee to Evansville ..........cccccccscce 93 1.00 
Ditiwaties to. Tone Gir TAC... 02s cccccseses 62 -65 
Milwaukee to Waukesha .........cecccoccece 20 -50 
Milwaukee to Port Washington ........e.e08 25 50 


While the rates to particular points are blanketed 
also to other points, the table seems to sustain the con- 
tention of the defendants that the rate to Milwaukee 
from Chicago is fairly in line with other rates in the 
same general territory. Other exhibits of record show 
that the rate from Chicago to Milwaukee is as low as, 
or lower than, rates from and to points in Central 
Freight Association territory, for similar distances. In 
this case, however, the rate from Chicago to Milwaukee 
is not alone under consideration; the rates from the 
mines to Chicago and from that point to Milwaukee 
have been considered only in so far as they bear upon 
the question of the reasonableness of the . through 
charge. The question we are called upon to decide is, 
Are the rates of $2.50 from the Kanawha field and of 
$2.65 from the New River on coal moving through Chi- 
cago to Milwaukee unreasonable? From the testimony 
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adduced of record we have reached the conclusion and 
find that they have not been shown to be unreasonable. 

The complainants now have the same rates as Chi- 
cago with respect to shipments destined beyond Mil- 
waukee and moving across the lake; they enjoy reship- 
ping arrangements by which they are able to reach 
many points’ in Wisconsin at lower rates than result 
from the Chicago combination. The all-rail lines through 
Chicago should not be required, in order that the com- 
plainants may dispose of their all-rail coal locally, to 
meet the low rail-and-lake rates to Milwaukee. Joint 
rates through Chicago on the same basis as to Chicago 
are desired by the complainants in order that they may 
secure the advantage of a car supply in times of short- 
age, and to secure more prompt delivery of coal than is 
sometimes accomplished by car ferries. Numerous con- 
tentions not specifically referred to herein were made 
by the complainants, all of which have been fully con- 
sidered; they are, however, in no way sufficient to 
change our conclusion that the through charges over the 
all-rail routes from the mining districts in question have 
not been shown to be unreasonable. It will serve no 
useful purpose to require that the combination of rates 
to and from Chicago be published as joint rates. 

It follows that the complaint should be dismissed, 
and it will be so ordered. 


DES MOINES COMMODITY RATES 


_——_ 


CASE NO. 6943 (36 I. C. C., 538-539) 
GREATER DES MOINES COMMITTEE VS. MINNEAP- 
OLIS & ST. LOUIS RAILROAD CO. ET AL. 


Submitted Aug. 1, 1915. Decided Nov. 11, 1915. 


Proposed commodity rates to Des Moines, Iowa, from Chicago, 
Ill., based upon the rates from Chicago to the Mississippi 
River, plus a mileage prorate of the rates from the Missis- 
sippi River to the Missouri River found to be reasonable 
for the future. 


F. W. Lehmann, Jr., and E. G. Wylie for complainants; R. 
C. Fyfe for all defendants; J. N. Davis and C. A. Lahey for 
Chicago, Milwaukee & St. Paul Ry. Co.; W. T. Hughes for 
Chicago, Rock Island & Pacific Ry. Co.; Cc. E. Spens for Chi- 
cago, Burlington & Quincy R. R. Co.; W. H. Bremner and F. B. 
Townsend for Minneapolis & St. Louis R. R. Co.; G. A. Kelly 
and F. S. Hollands for Chicago Great Western R. R. Co.; 
Thomas Watters and D. N. Lewis for the state of Iowa. 


HARLAN, Commissioner: 
In the original report in the above-entitled proceeding, 
34 I. C. C., 281 286 (The Traffic World, July 3, 1915, p. 9), 
a conference between the interested parties was sug- 
gested with the object of agreeing upon rates on certain 
commoditis that would be in more general conformity 
with the views expressed by the Commission. Such a 
conference was held, but it appears that the parties in 
interest are still in disagreement as to the rates, from 
Chicago to Des Moines, in the state of Iowa, on agri- 
cultural implements; bottles, jars, etc.; paper, roofing 
and lining; wood pulpboard boxes; boxboard, and printing 
paper. The rates, in cents per 100 pounds, proposed, re- 
spectively, by the defendant carriers and the complai- 
nants are shown in the following table: 
By the 
com- 
plain- Differ- 
ence, 
cents. 


By the 
carriers, 
Commodity. 
Agricultural implements 0 .0 3.0 
Bottles, jars, etc. F ‘ 3.5 
Paper, roofing and lining 4 
Wood pulpboard boxes 
Box board 


The complainants urge that the rates on these com- 
modities to Des Moines should be fixed upon the basis 
of a mileage prorate of the rate from Chicago to the 
Missouri River, observing the rate from Chicago to St. 
Paul as a maximum. This maximum controls the rates 
proposed by the complainants which in all cases are less 
than a mileage prorate of the rate from Chicago to the 


Missouri River. Consideration was given to this general 
suggestion in our original report (id., p. 283); the grading 
of the rates back from the Mississippi River to interior 
points was there said to be equitable, but the observance 
of the rates from Chicago to St. Paul as maximum rates 
was not approved. 

The carriers urge that an adjustment to Des Moines 
from Chicago slightly higher than a straight mileage pro- 


THE TRAFFIC WORLD 


Vol. XVI, No. 23 


rate of the rates from Chicago to the Missouri River 
should obtain because of the shorter haul; and they pro- 
pose a mileage prorate of the commodity rate applicable 
between the Mississippi and Missouri rivers, plus the rate 
from Chicago to the Mississippi River. Such an adjust- 
ment will range from but one-half cent to 1 cent per 
100 pounds above the mileage prorate between Chicago 
and the Missouri River, and it substantially meets the 
view of the Commission with respect to the grading of 
rates back from the Missouri River to interior Iowa points. 
Upon the whole record, we conclude and find that rates 
so adjusted from Chicago to Des Moines on the com- 
modities in question will be reasonable maximum rates 
for the future. 

In the original report (id., p. 285) the Commission 
announced that in the event of failure of the interested 
parties to agree an order would be entered, and this 
course will now be followed to give effect to the conclu- 
sions here reached. 


COAL FROM ILLINOIS MINES 


lI. AND S. NO 595 (36 I. C. C., 549-551) 
Submitted Oct. 26, 1915. Decided» Nov. 24, 1915. 


Following 1915 Western Rate Advance Case, 35 I. C. C., 497, 
603-611, proposed increased rates on bituminous coal from 
Illinois mines to west bank Mississippi River crossings and 
other points are found justified. 


A. P. Humburg for Illinois Central-R. R. Co.; K. F. Burgess, 
W. A. Holley and R. B. Scott for Chicago, Burlington & Quincy 
R. R. Co. and Toledo, Peoria & Western Ry. Co.; G. B. Winston 
and C. W. Galligan for Chicago & Alton R. R. Co.; T. J. Norton, 
K. F, Burgess and W. A. Holley for Atchison, Topeka & Santa 
Fe Ry. Co.; Edward Barton for Baltimore & Ohio Southwestern 
R. R. Co.; R. W. Ropiequet for Coal Operators’ Traffic Bureau 
of St. Louis, Mo., and Breese-Trenton Coal and Mining Co. 


DANIELS, Commissioner: 


In February and March, 1915, the following tariffs 
proposing increased rates on bituminous coal from mines 
in Illinois to west bank Mississippi River crossings and 
other points were filed with the Commission: Atchison, 
Topeka & Santa Fe Railway Co., supplement No. 2 to 
I. C. C. No. 6893; Baltimore & Ohio Southwestern Rail- 
road Co., I. C. C. Nos. 7192, 7193, 7194, 7195, 7199, 7203, 
7205, 7206, 7210 and 7213; Chicago & Alton Railroad Co., 
supplement No. 9 to I. C. C. No. A-468, supplement No. 1 
to I. €. C. No. A-756, I. C. C. Nos. A-772, A-773 and A-775; 
Chicago, Burlington & Quincy Railroad Co., I. C. C. No. 
11231; Illinois Central Railroad Co., supplement No. 14 
to I. C. C. No. E-1183, supplement No. 13 to I. C. C. No. 
E-1208, supplement No. 8 to I. C. C. No. E-1210, supple- 
ment No. 15 to I. C. C. No. E-1220, supplement No. 6 to 
I. C. C. No. E-1233, I. C. C. No. E-1294, supplement No. 9 
to I. C. C. No. E-1232, supplement No. 8 to I. GC. C. No. 
E-1262, supplement No. 10 to I. C. C. No. E-1265, and 
supplement No. 3 to I. C. C. No. E-1270; Toledo, Peoria 
& Western Railway Co., I. C. C. Nos. 1283, 1287, 1288 
and 1291. Upon protest by the Coal Operators’ Traffic 
Bureau of St. Louis and the commerce counsel of the 
state of Iowa, these tariffs, which were published to be- 
come effective in March and April, 1915, were suspended 
until June 29, 1915, and later resuspended to Dec. 29, 
1915. During the course of the hearing in 1915 Western 
Rate Advance case, 35 I. C. C., 497 (The Traffic World, 
Aug. 14, 1915, p. 320), which also involved proposed in- 
creases in the rates on bituminous coal between the 
same points, as well as between other points in the same 
general territory, the Illinois Central requested that the 
following tariffs filed by it and suspended in this pro- 
ceeding be transferred to and considered in 1915 Western 
Rate Advance case, supra: Supplement No. 9 to I. C. C. 
No. E-1232, supplement No. 8 to I. C. C. No. E-1262, sup- 
plement No. 10 to I. C. C. No. E-1265, and supplement No. 
3 to I. C. C. No. E-1270. This request was granted by 
order entered May 29, 1915. Similar requests were not 
made with respect to the other tariffs involved herein, 
although, with the exceptions to be hereinafter referred 
to, they apply between points in the same territory. 

The amount of the proposed increase is generally 10 
cents per ton. By way of illustration, the existing rate 
from Fulton county and northern Illinois to Davenport, 
Ia., is 85 cents per ton on lump coal and 75 cents on fine 
coal. These rates, which are important because upon 
them are constructed more rates to interior Iowa points 
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than upon the rate to any other crossing and which apply 
also from Peoria, it is proposed to increase by 10 cents. 

Since the original orders of suspension were entered 
in this proceeding the following tariffs have been canceled, 
under leave granted by the Commission, by the respond- 
ents named: Baltimore & Ohio Southwestern Railroad 
Co., I. C. C. Nos. 7192, 7193, 7194, 7195, 7203, 7205, 7206 
and 7212; Illinois Central Railroad Co., supplement No. 
14 to I. C. C. No, E-1183, supplement No. 13 to I. C. C. 
No. E-1208, supplement No. 8 to I. C. C. No. E. 1210, 
supplement No. 15 to I. C. C. No. E-1220, supplement No. 
6 to I. C. C. No. E-1233 and I. C. C. No. E-1294, leaving 
for consideration in this proceeding no tariffs of the 
Illinois Central Railroad Co. and only two of the Balti- 
more & Ohio Southwestern Railroad Co., viz., I. C. C. Nos. 
7199 and 7210. 

The respondents show that, with the exception of 
the Baltimore & Ohio Southwestern Railroad Co. I. C.-C. 
No. 7210 and the anthracite coal rates contained in Toledo, 
Peoria & Western Railway I. C. C. No. 1291, the proposed 
increased rates on bituminous coal in the remaining 
tariffs involved herein apply between points which were 
covered by 1915 Western Rate Advance case, supra; that 
the increased rates on bituminous coal proposed in that 


case were found to have been justified and the suspension ° 


orders against the tariffs involved herein, including those 
of the Illinois Central Railroad Co. enumerated above, 
vacated, and that the same-reasons which moved the 
Commission to permit the increases in the bituminous coal 
rates involved in that case are present in this case. 


Baltimore & Ohio Southwestern Railroad Co. I. C. C.° 


No. 7210 carries increased rates on bituminous coal from 
Illinois mines on that line to Chicago for local delivery 
and when destined beyond. This particular traffic was not 
covered in 1915 Western Rate Advance case, supra, nor 
was any evidence introduced herein in support of the 
increased rates proposed. As before stated, Toledo, Pe- 
oria & Western Railway Co. I. C. C. No. 1291 carries 
some increased rates on anthracite coal which were not 
covered in the last-named case. The only protestant 
represented at the hearing in the instant case was the 
Coal Operators’ Traffic Bureau of St. Louis. The repre- 
sentative for this protestant stated that, in view of the 
decision in 1915 Western Rate Advance case, supra, the 
orders of suspension against the remaining tariffs in- 
volved herein should be vacated, except as to Baltimore 
& Ohio Southwestern Railroad Co. I. C. C. No. 7210, and 
the anthracite coal rates contained in Toledo, Peoria & 
Western Railway Co. I. C. C. No. 1291. 

Upon consideration of the record in this case, and 
for the reasons stated in the 1915 Western Rate Advance 
case, supra, in relation to this traffic, we find and con- 
clude that the proposed increased rates on bituminous 
coal carried in the tariffs suspended herein, except Balti- 
more & Ohio Southwestern Railroad Co. I. C. C. No. 7210, 
have been justified. The orders of suspension heretofore 
entered against said tariffs will accordingly be vacated, 
effective Dec. 29, 1915. The last-named tariff of the 
Baltimore & Ohio Southwestern Railroad Co., and the 
increased rates on anthracite contained in Toledo, Peoria 
& Western tariff I. C. C. No. 1291, have not been justified 
and will be ordered canceled. 


PIG IRON FROM VIRGINIA FURNACES 


l. AND S. NO. 596 (36 I. C. C., 552-556) 
Submitted Nov. 4, 1915. Decided Nov. 24, 1915. 

1. Advances to Certain New York, Pensylvania and Maryland 
Points on Pig Iron from Virginia Furnaces Not Allowed.—Pro- 
posed increased carload rates on pig iron from Virginia fur- 
naces to certain points in Pennsylvania, New York and 
Maryland not justified. 

. Increases to Pittsburgh and Pittsburgh Points Justified.— 
Proposed increased rates to Pittsburgh and Pittsburgh rate 
points justified. 

. Advances to West Virginia Points Justified.—Proposed in- 
creased rates to West Virginia points justified. 

4. Rail-and-water Increase to Boston Not Justified.—Proposed 

increased rail-and-water rate to Boston Not Justified. 





bo 


oo 





Frank Lyon for protestants; W. S. Bronson for Chesapeake 
& Ohio Ry. Co.; Henry Wolf Bikle for Pennsylvania R. R. Co.; 
W. L. Kinter for Philadelphia & Reading Ry. Co.; C. D. Dray- 
ton and J. R. Ruffin for Norfolk & Western Ry. Co.; W. C. 
Coleman for Baltimore & Ohio R. R. Co. 
DANIELS, Commissioner:. 

Tariffs were filed to become effective March 1, 1915, 


carrying increased rates upon pig iron in carloads from 
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points on the Chesapeake & Ohio Railway and the Nor- 


folk. & Western Railway to certain points in Maryland, 
West Virginia, Pennsylvania, New York, and by rail and 
water to Boston. These were suspended and subsequently 
resuspended until Dec. 29, 1915. The respondents seek 
to justify the proposed increases, which are uniformly 
5 per cent, referring to our findings in the Five ‘Per 
Cent case. 

The original and supplementary reports in Low Moor 
Iron Co. vs. C. & O. Ry. Co., 30 I. C. C., 615 (The Traffic 
World, July 18, 1914, p. 105), and 36 I. C. C., 222 (The 
Traffic World, Oct. 30, 1915, p. 895), prescribed maximum 
rates on pig iron, all rail, from the Virginia furnaces 
to Baltimore, Philadelphia, New York and Boston, and 
to other points related thereto. The request of the re- 
spondents to be permitted to add 5 per cent to the rates 
to the territory involved in that case to which rates 
were prescribed was denied, and it was said in 36 I. C. C., 
at page 223: 

Carriers have urged in this proceeding that the basic rates 
established to the four principal destinations should be in- 
creased by 5 per cent, in keeping with increases sanctioned in 
the Five Per Cent Case, 32 I. C. C., 325. But the original report 
and the orders in that case specially excepted from the 5 per 
cent increases rates held by unexpired orders of this Commis- 
sion. An additional reason for not conceding this claim of the 
carriers is found in the fact that the basic rates to the four 
principal destinations were adjusted with circumspection and 
were rounded up so that, distance alone considered, they are 
higher than the rates to the four principal destinations from 
the furnaces competing with the Virginia furnaces. This ad- 
justment was intentionally prescribed to allow for whatever 
force might lie in the contention that the rates in trunk line 
territory were based on percentages of the competitive Chi- 
cago-New York basis, which had not been extended to the 
Virginia furnaces. 


In the present proceeding, therefore, we have chiefly 
to discuss the increased rates proposed from these Vir- 
ginia furnaces to points in central and western Penn- 
sylvania west of the line of the Pennsylvania Railroad 
running from Harrisburg to Sodus Point, to points in 
western New York, and to a few points in West Virginia 
and Maryland. In the original case the following rates 
were prescribed per gross ton on pig iron as reasonable 
maximum rates, all rail, from Low Moor as representa- 
tive of the Virginia furnaces to designated cities: 


From Virginia furnaces to— Rate. Miles 
ee ee ee ee a eS a eee eee $2.25 2 
IID, 9 o:n:00i0'0.0i0's 0:45:40 0440 csc dbsccngeneseoas 2.75 351 
SE EE co cna a peta eteke +o0h hia ad eoean wes 404 3.00 441 
PIE Soak. caas Weve dpe eset ree ces ees eS eeemoes 3.25 653 


Below appear the present and proposed rates per 
gross ton and distances to representative points in 
Pennsylvania and New York ip issue from the Vir- 
ginia furnaces: 

Pres- Pro- 

To— ent. posed. Miles. Route. 

Huntingdon, Pa...$3.00 $3.16 3872 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va: B. & O. to 
Cumberland, Md.; P. R. R. 
to Bedford, Pa.; H. & B. 


=. mi 
Altoona, Pa. ...-+. 3.25 3.42 3866 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. & O. to 
Cumberland, Md.; P. R. R. 
Blairsville, Pa. ... 3.10 3.26 431 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va; B. & O. to 
Cumberland, Md.; P. R. R. 
Lock Haven, Pa... 3.25 3.42 434 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va; B. & O. to 
Cumberland, Md.; P. R. R. 
Punxsutawney, Pa. 3.25 3.42 437 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. & O. to 
Cumberland, Md.; P. R. R. 
Renovo, Pa. ...... 3.25 3.42 462 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. & O. to 
Cumberland, Md.; P. R. R. 
Emporium, Pa..... 3.45 3.62 508 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va. B. & OD. 
Cumberland, Md.; P. R. R. 
Johnstown, Pa. ... 3.10 3.26 377 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. &. O. 
Care PE... deeveas 3.40 3.58 609 C. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. & O. to 
Pittsburgh, Pa.; P. R. R. 
Cc. & O. to Basic, Va.; N. & 
W. to Shenandoah Junc- 
tion, W. Va.; B. &. O. 


Pittsburgh, Pa. ... 2.90 3.04 433 
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3.40 


Dayton, N. Y. 3.58 602 C. ms O. to Basic, Va.; N. & 


to Shenandoah Junc- 
tion, W. Va.; B. & O. to 
Cumberland; ; to 
wy N. Y.; Erie R. 

Oo. to Basic, Va.; 
we to Hagerstown; c. 
Harrisburg; R. 
> My es 


Cc. R. 

3.88 613 C. & *. to Basic, Va.; N. 
W. to Hagerstown; C. V. 
Harrisburg; P. R. R. 
Canandaigua, N. Y.; N. 
Cc E.R. 


Rochester, N. Y... 3.65 3.84 556 C. 


Lockport, N. Y. ... 3.70 


It will be observed that for comparative distances the 
rates prescribed by the Commission from Low Moor to 
Baltimore, Philadelphia and New York are in nearly 
every instance lower than the present rates to these 
representative points in the territory in question. For 
example, the present rate to Punxsutawney, Pa., is $3.25 
and the distance from Low Moor 437 miles; the rate 
prescribed by the Commission to New York was $3 and 
the distance 441 miles. 

The carriers offer no other justification for the pro- 
posed increased rates except the findings with regard to 
pig iron in the Five Per Cent case, and they here seek 
to increase rates which are already higher than rates 
fixed by the Commission as reasonable in the same 
territory involved in the original Low Moor case. We are 
of opinion and find that the existing rates from the Vir- 
ginia furnaces to points in Pennsylvania (except Pitts- 
burgh and Pittsburgh rate points), New York and Mary- 
land are reasonable and that the respondents have not 
sustained the burden of proof that the proposed rates 
to points in Pennsylvania (except Pittsburgh and Pitts- 
burgh rate points), New York and Maryland are just and 
reasonable. 

The following table is illustrative of the 22 stations 
in West Virginia to which increased rates are sought, 
some of which are off the line of the —o carrier: 

Low Moor to— Present. Proposed. 
Ronceverte, W. Va. $1.1 $1.15 
Gauley, W. Va. 1.50 
Charleston, W. 1.50 
Huntington, W. 1.50 
Parkersburg, W. Va. ; 2.60 

When these proposed rates are compared in so far as 
distance is concerned, they will be seen to be lower 
than the maxima prescribed by the Commission in the 
Low Moor case, supra. It will be noted that the distance 
from Low Moor to Huntington, W. Va., is 222 miles, and 
to Baltimore 255; the proposed rate to Huntington, $1.58, 
while that prescribed to Baltimore was $2.25; the distance 
from Low Moor to Parkersburg, W. Va., is 343 miles, and 
to Philadelphia 351 miles; the proposed rate to Parkers- 
burg, $2.74, as against the rate of $2.75 prescribed to 
Philadelphia. For the lesser distances it is not improper 
that the rates be relatively higher than for the greater 
distances. We are of opinion and find that the proposed 
rates per gross ton on pig iron in carloads from Virginia 
furnaces to points in West Virginia have been justified 
by the respondents. 

The respondent, the Chesapeake & Ohio Railway Co., 
has shown that it has two routes to Pittsburgh and 
Pittsburgh rate points, one through the eastern gateway, 
Harper’s Ferry, W. Va., and Potomac Yards; another 
through the western gateway of Huntington, W. Va.; that 
the rate on pig iron through the western gateway was 
increased following the Five Per Cent case and is at 
present higher than the rate through Harper’s Ferry 
and the Potomac Yards; and it contends that this is an 
anomaly which the Commission should permit to be cor- 
rected by increasing the rate under suspension from the 
Virginia furnaces to Pittsburgh. Likewise the respondent, 
the Norfolk & Western Railway Co., has a western gate- 
way through Kenova, W. Va., as well as the eastern 
gateways of Hagerstown, Md., and Shenandoah Junction, 
and likewise has a rate through its western gateway on 
a basis 5 per cent higher than through its eastern gate- 
ways. The present rate to Pittsburgh and Pittsburgh 
rate points via eastern gateways is $2.90; the proposed 
rate is $3.04; the distance is 433 miles. The maximum 
rate prescribed by the Commission as reasonable to New 
York in the Low Moor case, supra, was $3 for a distance 
of 441 miles. If the movement is through the eastern 
gateways, the proposed rate to Pittsburgh of $3.04 is 
lower than the existing rate of $3.10 to Johnstown, Pa., 
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which is an intermediate point. Fourth section applica- 
tions cover.departures from the long-and-short-haul pro- 
visions of the act. - The rate from Pittsburgh to the 
Virginia cities on pig iron is $2.65, but it was testified 
that this was a paper rate and that no movement has 
taken place under it. We are of opinion and find that 
the respondents have justified their proposed rates on 
pig iron from the Virginia furnaces to Pittsburgh and 
Pittsburgh rate points. 

There is also in issue the rail-and-water rate from 
Roanoke to Boston. Pig iron moves to Norfolk or New- 
port News by rail and thence to Boston by water. The 
present rail-and-water rate to Boston is $3.05, and this 
it is proposed to increase to $3.175. Below is a table 
compiled from an exhibit of one of the respondents which 
shows the rail-and-water rates per gross ton on pig iron 
in effect since 1893: 


RATES PER GROSS TON ON PIG IRON, C. L., FROM 
ROANOKE, VA.,* TO BOSTON, MASS. 


(Via N. & W., Norfolk, Va., and Merchants & Miners Trans- 
portation Co.; rail and ocean. During the period Sept. 6, 
1893, to-the present time—Nov. 8, 1915.) 


Sept. 6, 1893 Jan, 
April 10, 1894 y Oct, 
May 5, 1894 a Jan. 
Aug. 
Oct. 
Oct. 
Jan. 
Aug. 


Nov. 10, 1914 
July 10, 1899 . 

*Roanoke rates apply also from other furnaces, 

The specific of the respondent carriers to Norfolk is 
$1.55, and this is admitted by the protestants to be a 
fair charge for the haul of about 300 miles, yielding as 
it does about 5 mills per ton-mile. The respondents main- 
tain that the increase from $3.05 to $3.175 is due to the 
water carrier, which, after agreeing to the reduction to 
$3.05, asserted that it did so under a misapprehension, 
but insist that $3.175 is a proper rate, especially in light 
of its long continuance from 1907 to 1914. 

The all-rail rate to Boston, previous to the reduction 
ordered by the Commission in the Low Moor case, supra, 
was $3.75, coincident in time with the maintenance of 
the $3.175 rate by rail and water, thus representing a 
difference of 57.5 cents. The difference between the 
present all-rail rate to Boston ordered by the Commission 
of $3.25 and the present rail-and-water rate of $3.05 is 
20 cents. The spread between the all-rail and the rail- 
and-water rates has therefore been materially narrowed 
since the reduction of the all-rail rate by the Commission. 
Moreover, at Boston it is necessary that the pig iron 
be drayed from the dock to the foundry, and to permit 
the proposed increase would be to approve a rail-and- 
water rate which is practically on a parity with the 
all-rail rate. We are of opinion and find that the re- 
spondents have not justified the proposed rail-and-water 
rate to Boston, and the existing rate will be held as a 
reasonable maximum for the future. 

An order will be entered requiring the cancellation 
of the rates herein found not justified and prescribing 
the maintenance for the statutory period of rates not 
higher than the rates herein approved as reasonable. As 
to the rates found justified, the suspension will be vacated. 


COMMISSION ORDERS 


The Milwaukee Western Fuel Co. has been permitted 
to intervene in No. 7095, Aberdeen, S. D., Commercial 
Club Traffic Bureau vs. Great Northern et al. 

The Commission has dismissed No. 7938, Chicago 
Board of Trade vs. the Atchison, and Sub-No. 1 of the 
same vs. C. & E. I. et al. The dismissal is at the request 
of the complainant. 

The Commission has allowed rates in case 6030, 
Spartansburg Chamber of Commerce vs, Sou. Ry. Co. 
et al., to become effective on five days’ notice instead of 
thirty days’ notice, as in previous orders. 

Hearing in Case 8325,.C. S» Emery & Co. vs. B. & 
M., has been canceled and the case set for argument on 
the filing of briefs. 
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Governor Philipp on Transportation 


Tells Traffic Men that Wisconsin Has Recovered from the Era of False Reform—Ad- 
vocates One Central Regulating Body—Says Business Men : 
Should Take Part in Politics 


(Address of E. L. Philipp, Governor of Wisconsin, at the lunch- 
eon of the Chicago Traffic Club, November 18.) 


I am glad to be with you gentlemen as representing 
the state of Wisconsin and particularly as its chief ex- 
ecutive. We have had our troubles up there. We were 
at one time one of the most conservative states in the 
Union. Many of you gentlemen of the older type who 
are here to-day remember when Wisconsin was always 
counted in with the column of conservative states in this 
country. Somehow, and for some reason, our people were 
carried away from that which they had believed so many 
years. Representations, half truths and falsehoods bred 
suspicion among our people until for a time we stood 
at the head of the so-called reform states in the Union. 
We became recognized, and in a short space of time at 
that, as the beacon light of reform of this Union. We 
became the experimental station for all the untried the- 
ories of government that the fertile minds of the reform- 
ers. could invent. 

I speak as one of its citizens and as its governor, and 
I believe I speak for the majority of the people of Wis- 
consin when I say that we have gotten through with 
experiments. We do not wish any more of the untried 
theories of government. We are willing to pass that 
privilege to others. 

I come to you, gentlemen, as an ex-railroad man, and 
if there was no other evidence of a change of sentiment 
in the state of Wisconsin, the fact that an ex-railroad 
man can come to you to-day from Wisconsin as its gov- 
ernor is in itself sufficient proof that there has been a 
tremendous change in the sentiments of the people of 
that great state. We have followed the isms. The isms 
have been preached and isms are being preached now. 
Incidentally, during this long period of reform, we have 
bred a set of politicians that never had anything to do 
but politics; that never made a dollar except by politics, 
and they are not all dead. They are working now; they 
are plowing over the same old ground, and I suppose in 
the due course of time we have got to go through the 
same fight that we went through a year ago. 

Again referring to the matter of following isms, I 
am going to tell you a story that originated in the agri- 
cultural section of Wisconsin. I heard it for the first time 
at a local station up in Wisconsin and no transportation 
man has any business to know it, so that I do not want 
you to say it is an old chestnut and that you have heard 
it before. This thing of running after all the reforms 
and new things that are offered, the untried things, re- 
minds me of a story which I think applies to the situation. 
A city fellow went to the country to spend the summer. 
He stopped with an old farmer. He arrived at the house, 
changed his clothes and went down to the farmer’s yard. 
He saw some pigs in the yard, and they were constantly 
running from one end of the yard to the other. He con- 
cluded, not knowing much about pigs, that these animals 
must be sick, so he went to see the farmer and reported 
to him, “Now, those pigs of yours are running from one 
end of the lot to the other; they must be sick. You had 
better go and see them.” The old farmer had a very 
severe cold and had practically lost his voice, but he 


put on his coat and went to see what the trouble was. 
He went to the yard and looked at his pigs, and soon 
returned and said to the young fellow from the city: 
“Those pigs are not sick. Before I had this cold, and 
I could talk, whenever I fed them I called them and they 
came; but now, since I have got this sore throat, I merely 
go and rap on the trough and then they come, and ever 
since then the blasted woofipeckers have kept those pigs 
running all the time.” 

The trouble with us in Wisconsin has been, and it has 
been so in many states as far as that goes, we have run 
after the woodpeckers too much. We have finally con- 
cluded, however, that we are going to stop that, and I 
believe I am safe in saying that a great majority of that 
great commonwealth stand for conservative and sane and 
sensible government at this time. 


Some Reminiscences. 


When I see a body of transportation men, and many 
of them gray, as I am myself becoming gray, I cannot 
help becoming somewhat reminiscent, and I must do so 
on this occasion. I remember something of the sentiment 
among people concerning railroads in eariler days. I 
remember when the Chicago & Northwestern was built 
through Wisconsin in the early ’70’s. At that time the 
people were anxious to get railroads. Everybody was 
land poor; everybody had land, but no transportation. 
The leople in the particular section where I lived were 
willing to mortgage their homes and their farms in order 
to encourage the railroads. Further west I remember 
when the Dakotas and southern Minnesota were settled. 
I remember when I worked at Baraboo as a train dis- 
patcher, that we had immigrant movables on every side- 
track from Baraboo to the end of the line, out somewhere 
in Dakota. Hundreds, yes, thousands, of people who had 
their all in a box car, including their wives and their 
children, did not have the money to buy a meal. The 
railroad had to support them. 

Now what was the reason for that? The reason for 
that was this: The railroad was built in advance of 
the settler, and as soon as they could transport anything 
the railroad sought to bring in the settler. At that time 
the government of the United States, in a desire to en- 
courage the building of roads—and it required encourage- 
ment, because practically all that these corporations had 
to borrow the money with which they could build a rail- 
road was the security they had to offer in the form of 
land grants—the government was giving these land grants 
to the railroads. Why would a man of means at that 
time invest in a railroad running through a country 
where there was no population? It was a speculation 
pure and simple, and all they had to depend upon, all 
the security they had was the aid they got from the 
government and the hope that people might be encour- 
aged to go to that country and settle it and finally make 
it a paying country. 

I speak of these things to illustrate one point: Much 
is being said in opposition to railroads these days. Much 
has been said in the past fifteen years to encourage oppo- 
sition to railroads, because of land grants, because of 
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other concessions that were made by a former generation 
under entirely different circumstances; and, the wrong in 
that, gentlemen, is that the people to-day are asked to 
judge the acts of former generations by a present-day 
standard. 

However, it has been a fertile field for the theorist, 
and for the demagogue to go to the people and say, “Just 
see what the government gave these people, see the aid 
they received,” and in that way work up opposition. I 
am not here to speak against the regulation of railroads. 
I think the time came in our national existence when 
it had to be done. It had to be done in the interest of 
the people, and it had to be done as well in the interest 
of the railroads. It was better for the railroads them- 
selves to have sane and sensible regulation in order that 
they might get rid of many of._the abuses that had crept 
into the business. 

If I may again be permitted to become reminiscent, 
I remember the time when I had greater authority on 
the Missouri Pacific Railroad over the question of rates 
than the president of that company has to-day. Of course 
that was not right, but it was the system at that time, 
it was the way business was done at that time, and it 
was the system that everybody used. There was nothing 
criminal or wrong about it; the law did not forbid it at 
that time. The time came, however, when the people 
demanded uniformity of rates; when the people demanded 
that there should be no discrimination either against 
person or place, and that system naturally had to be 
wiped out; and I believe I voice the sentiment of the 
railroad people of this country—I know I do of the men 
who had charge of the railroads at that time—when I 
say that no one, no person, no shipper, or the general 


public, appreciated the change any more than they did, 
because they, above all others, were very anxious indeed 
to get rid of a system that was unfair to the shippers 
and to their own stockholders as well. 


New Era in Railroading. 


A new era has come along in railroading. Legisla- 
tion has been passed by the United States Congress, and 
practically every state in the Union, that has placed com- 
plete control of the transportation companies into the 
hands of the officers of the government. When that was 
done the public felt that a great work had been accom- 
plished. People felt that the transportation questions of 
this country had been solved; that from that time on 
inequalities would be promptly adjusted, and that rates 
of transportation would be based entirely upon the prin- 
ciple of fairness and justice as between people and places 
and commodities. The agitators of that movement per- 
haps little understood the size of that undertaking. In- 
equalities existed then, it is true, but inequalities exist 
to-day, as every man must admit; and, while I wish that 
transportation rates could be adjusted so that every ship- 
per and every citizen who uses transportation might feel 
that his rate, whatever it may: be, is entirely just as 
between himself and the carrier, yet that undertaking is 
so great that I question whether it will ever be accom- 
plished to the satisfaction of the people, much less of the 
transportation companies. 

Think of it gentlemen! Here is a vast body of trans- 
portation men, only a small part of the men who are 
engaged in that business, in the city of Chicago. While 
Chicago is a great city, a city of many and important 
industries, a great traffic center, nevertheless, it is a 
small part of the whole when you take the entire country 
into account. The government, with a commission of 
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nine men sitting in Washington, expects to control trans- 
portation, expects to answer to the people concerning 
every rate that is made and every complaint that is made. 
In other words, it claims to have the knowledge to revise 
the work of all you men and to do it better than you 
yourselves were able to do it. 

Now, it is all well and good to put that authority 
in the hands of a commission, but I say that the facilities 
which the government has so far furnished are entirely 
inadequate, if it is going to be the settled policy of 
this country to control the railroad rates as it is now 
doing. You cannot expect nine men to give a hearing to 
the business of this country and to adjust the rates that 
business must have, and to save it from ruin when this 
great body of transportation men, thousands of them, 
could not do it to the satisfaction of the public. 

So I say, my friends, if we are going to continue to 
regulate rates, and I think we should, I am not opposed 
to it; the government should furnish the necessary facilities. 
The government should furnish the necessary men; it 
should furnish men of experience in sufficient number so 
as to make them of easy access to the people, so that 
the people’s troubles can go to them at first-hand, so 
that they can make a reasonable and fair adjustment 
promptly between the business of the people and the 
corporations. 

We have a great deal of state regulation in this 
country. Practically every state in the Union has a rail- 
road commission clothed with the power to do practically 
everything that the owners of the property can do. Now 
there are several faults in state regulation. To begin 
with, it can regulate only that business which is local 
to the state. That, of course, is interwoven with and 
interdependent upon interstate rates to an extent that it 
is practically impossible at times for the state to give 
the relief to the people that they deserve. However, there 
is a still greater fault, and that is this: Each state, under 
constitutional provisions, has the power to regulate these 
corporations to suit itself. Each commission is proceed- 
ing in its own particular way, taking a piece here and 
a piece there. Each legislature is proceeding in its own 
particular way, legislating a million out of the railroad 
here and a million there, regardless of what legislatures 
of other states are doing, so that in the end, when we 
come to sum up the result, it is a question whether the 
railroads can exist in the long run under that system. 


Regulation by One Body. 


It does seem to me, therefore, that if we are going 
to have sane and sensible public regulation that the power 
to regulate should be placed in a single commission. You 
cannot operate a property successfully with six or seven 
general managers, each reaching into the treasury ac- 
cording to his own will. In the end you are going to 
destroy it. So I say, gentlemen, that I believe the time 
will come when the American people will see the folly 
of that system; that the states will be willing to give 
up their control over these corporations and that they 
will be willing to lodge it with the central government, 
where it belongs, in order that there may be sane and 
sensible and practical regulation of these great properties. 

The interests of the people in these properties are 
great. These properties are their institutions. I don’t care 
where the stock is held, these railroads belong to the 
people, and it is just as important to the people them- 
selves that they should be given a living, that they should 
be given the money with which to develop, that they 
should be given the necessary funds with which the prop- 
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erty may be properly maintained, as it is to the owners 
themselves. A railroad is entitled to a reasonable return 
upon the money that is invested, with a sufficient sum 
for repairs and maintenance, so much as is necessary 
to keep the property in good condition; and whenever 
that is not done the people are hurting themselves, be- 
cause the people use the railroads. 

Remember, gentlemen, that transportation is not al- 
together a matter of price; it is a matter of service as 
well, and, as we see it to-day, the cost of maintenance 
is reduced, the dividend is often paid out of the property 
itself; how long is it going to take until that system will 
spell ruin to the great transportation lines of this country? 

The people of this country are fair; the people of 
this country mean to be honest; the people of this coun- 
try do not wish to destroy these properties; the people 
of this country wish to encourage railroad building wher- 
ever new roads are needed. It is largely a question of 
the people understanding the true facts, and there you 
transportation men can be of great importance to your 
property; you can be of great importance to the people 
themselves by explaining away these many misstatements, 
this vast amount of misinformation that is put out daily 
by unscrupulous politicians, and sometimes by a less 
scrupulous press. 

It is one of the misfortunes of this country that we 
have within our borders an element of politicians who 
are not particularly interested in the country, at least 
not nearly as much as they are in themselves, plausible, 
able, able to misrepresent any cause, if you please; this 
country has been the victim, as business has been the 
victim, of misstatements, half truths and complete false- 
hoods, until even the workingmen who have been led 
away by these misstatements have begun to realize that 
there isn’t anything in that crowd; that, after all, if we 
wish to prosper, we must prosper together, and that we 
cannot prosper singly or separately. 

I stated before that, despite all the legislation we 
have had upon the subject of transportation regulation, 
inequalities will exist, inequalities do exist, and I do 
not expect to live to see the day, despite all the care 
that you can possibly take, when they will not exist. 
The law had this virtue: It protected the people who 
are in local territory, at least to this extent, that the 
railroads could not squander their money at competitive 
points and put the burden of carrying the property upon 
the local people. In that respect the law was very useful. 
However, while the men who have advocated much of 
this legislation that we now have have told the people 
that this was the great panacea for all the evils, you 
may have observed that the same element is organizing 
a campaign now against the commissions which they 
created. 


I see it in my own state. I would not be surprised 
if the next political issue there would be against the 
railroad commission of Wisconsin. There is every evi- 
dence that it is going to be done. There is a propaganda 
there under the leadership of an alleged great statesman, 
who sees the same causes that existed in 1904, upon 
which he floated to greatness, and he is going to try 
the same ship again, but this time we have a commission; 
he cannot go out and agitate for a commission, and so, of 
course, he has got to go out and agitate against the 
commission. 

People Not to Be Misled. 


You will find that a group of politicians will rise 
all over this country who will feel that there is another 
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opportunity to get onto the wave of popularity and ride 
to Washington on it. I do not believe, however, that 
the sensible people of Wisconsin, nor do I believe that 
the sensible people of this country anywhere can again 
be led as they have been in the past. -The people demand 
justice, and you railroad men must give them justice. 
They are entitled to it. It is their property, if you please, 
although you may have the ownership of it. They sup- 
port it, and they have a right to expect from you fair 
treatment, and if you give that you will find that the 
American people are fair enough and honest enough to 
appreciate it, and that they are not going to follow after 
these strange gods any more. 


Of course, a man can talk upon this railroad question 
all day if he wants to. I don’t know whether I can im- 
press a body of railroad men very much. I don’t know 
that I can make any converts to my side of this propo- 
sition. I think all of you agree with me that in dealing 
with the public, the public is entitled to the fairest treat- 
ment that you can give it. I think you will agree with 
me that in the matter of making rates, you have the 
right to charge whatever your service is worth, whatever 
will produce for your corporation a fair return upon the 
money that was honestly invested in it, and for the 
maintenance of the property, as I said before, and ne 
more. The people of this country will not and cannot 
permit you to charge more. If you will carry your busi- 
ness on fairly and honestly, it does seem to me that your 
relations with the people should be such as will here- 
after make you immune from the attacks of a lot of 
politicians, who merely go out to work up the public, not 
in the interest of the public; but merely in their own 
interest. 


I want to say just a word to the business element, 
the traffic managers, who are among you. I am glad 
that a situation exists under which the men who ship 
and the men who do the transporting will meet together 
and sing together. There was a time when all those 
songs were written to the tune of per cents, but I am 
glad that it is not so now, and I know they are glad. 
There was one situation that was unfair, the system of 
paying rebates and the proposition of turning the rate- 
making power over to the government were thrown to- 
gether. The demand for rate-making power had to be 
bolstered up, and it was done by using the iniquities 
of the rebate. I need not tell you transportation men 
that those things bore no relation to each other. The 
rebate system was stopped completely, if it ever will be 
stopped, by.the passage of the Elkins act in 1903; and 
it required only the acts of the courts of this country 
to correct that evil, if any existed after that. But the 
rate-making power was an entirely different proposition. 
The rebate system was well understood by the public, but 
the rate-making power was not so well understood. How- 
ever, when you came to defend the system that was in 
effect at that time, it was the most difficult thing to do, 
and you will find it difficult now if you have got to go 
out and defend your rates. 


Any glib-mouthed politician can rise in the state of 
Wisconsin to-day and make the general charge that the 
rates in the state of Wisconsin are all too high, and the 
man sitting in the back row with one suspender and a 
straw hat will throw his hat up in the air and say: “Yes, 
yes, that is the reason I am poor.” Now, he doesn’t know 
anything about freight rates, nor does he care to know, 
but he is made to believe that the railroad is carrying 
off everything that he earns, and it is the most difficult 
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thing in the world to make that man believe that he is 
wrong, because men who are not getting along in the 
world as well as they think they ought to look for a 
cause. They seldom look at themselves; they are always 
casting their eyes elsewhere. So, when you are attacked 
again, as you will be, at least I assume you will be, and, 
if not now, then at some other time, you may expect 
to meet that situation, and you will find the same difficult 
situation that you had in former years. You are on the 
defensive, and that is what the politician figures on. He 
figures that he can go out and make these charges, and 
it is up to you to prove that it is a falsehood, and he 
knows it is a pretty difficult thing to do. 

The way to overcome that is to cultivate the closest 
relations between the shipping public and yourselves. 
You can do it only by the rule of absolute justice, because 
men know, as a rule, when they are justly dealt with, and 
they will then be your friends, and upon them you must 
rely to protect your property and theirs against that 
kind of politics. 


Business and Leigislation. 


You business men sometimes complain about legis- 
lation. I hear so much among business men about the 
idiocy of this or that member of a legislature or this 
or that legislature; it ought to adjourn two days after 
it meets. My friends, before you reach such conclusions, 
before you make that accusation, you ought to take 
stock among yourselves, to ascertain how much you have 
contributed, how much assistance you have given to that 
legislative body that your ideas of government may pre- 
vail. It is a common practice among business men, when 
election time comes, to say, “I am too busy. I would 
not be a politician. The politician is a low-down crea 
ture.” If you take that view of it, you have to admit 
that your government is a low-down institution, because 
your government is, after all, what these men in legis- 
latures make it. 

So I wish to impress upon you business men, and I 
have done so many times in Wisconsin, that you must 
perform your full civic duty if you are going to be worthy 
of the citizenship which the law gives you the right to 
exercise. You men of business, you men of experience, 
you men who know what government ought to be, you 
men who are patriotic, are the ones who should take 
an active interest in the affairs of the public, and when- 
ever you do not do so you are going to turn this govern- 
ment over to reckless politicians, to men who will drive 
it into the ground in the end, and men who will destroy 
you because you must bear in mind, my friends, that after 
all is said and done, the government is the most impor- 
tant institution for you, for me, and for all of us, and 
that it is within the power of the government to make 
us or to break us. A business man has not got to 
go far now, in the examination of a statute, to ascertain 
the power that the government has lodged in special 
commissions over business. 

The United States government, in recent years, has 
given commissions in Washington the power to make or 
break any business in this country. I am not here to 
say that that is a good thing or a bad thing. We have 
had a great deal of discussion in this country about the 
unfairness of trusts. Some of it was true and some of 
it was untrue. It is like the unfairness of railroads; 
some of it was true and and some of it was not true. 
Unfortunately, we were not wise enough to separate the 
truth from the falsehood; it was all thrown together, and 
public judgment condemned it all. So I say, my friends, 
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when the government lodges that much power in the 
hands of a commission, as it has lodged in the Commission 
of Commerce, for instance, you business men who have 
an interest to preserve, who have your money invested, 
and the laboring man, as well, who is interested in keep- 
ing the shop door open, it stands you in hand, if this law 
is to be conservatively administered, that you elect con- 
servative men and put conservative men at the head of 
each institution. If you do not do so, these commissions 
will ultimately drift into politics; they will be used for 
political purposes, and when they are they will be the 
undoing of this country. Therefore, my friends, when 
election time comes, take an active interest. Don’t let 
George do it. Take an interest, not only in the election 
itself, but take an interest in your neighborhood, make 
yourselves popular. Do not be afraid to go to the labor- 
ing man. I did it. I went to the farmers of Wisconsin. 
I was one of you. I told my story to them. They be- 
lieved me. There was no reason why they should not 
believe me, because I spoke the truth. The farmers of 
Illinois will believe you. They believe you in business. 
They trust their business to you; they trust their money 
to the banker, if you please. Why should they not pay 
attention to the banker’s word or the railroad man’s word 
on matters of public interest? 

It is simply this, that you have not cultivated a rela- 
tion with the public which has prevented the agitator 
from misrepresenting you to it. 

It is time, perhaps, for you gentlemen to return to 
your work, and I do not want to detain you any longer. 
I want to express my gratitude to you for the kindly 
reception you have given me, and I ‘want to give you 
the assurance, gentlemen, that if you come to the state 
of Wisconsin the authority of the executive will protect 
you in all your doings that are right. 

On behalf of the people of Wisconsin I extend an 
invitation to you transportation men, to you railroad men, 
to come to the state of Wisconsin, promote new indus- 
tries, if you will; we need more railroads; we have lots 
of territory in Wisconsin that could be better served 
than it is to-day, and do not be afraid to invest your 
money in Wisconsin institutions, because the people 
there, if they have ever lost their sanity, I am sure, have 
returned to it, and you will find the state of Wisconsin 
is to-day one of the safest states in the Union for any man 
to invest his money in. The Germans, as well as others, 
in the state of Wisconsin, believe in paying their debts, 
and we usually pay them when they are due. So, gentle- 
men, come and see us, enjoy our beautiful summer resorts, 
if you please. We have lots of fish that have not been 
caught. We have many other things that a man can 
do up there in the summer time; there are some things, 
of course, that we forbid. However, come. I thank you. 


COMMISSION ORDER. 


The Kanawha Glen Jean & Eastern has been relieved, 
until further orders, from filing for itself, copies of tariff 
indices required by rule 11 of Tariff Circular 18-A, ex- 
cept indices of all tariffs of its own issue which it files 
for itself and miscellaneous schedules, such as classifi- 
cation, etc., filed by agents under power of attorney. 
The Virginia Railway, under proper concurrences, FX 2, 
4 or 5, from the Kanawha Glen Jean & Eastern and shown 
by Virginian Railway issues, is required to file with the 
Commission copies of indices showing all tariffs in which 
the K. G. J. & E. is an initial or delivering carrier car- 
rier, via its route. 
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STORAGE ON EXPORT GRAIN 


(Continued from page 1148) 
elevators offered to the carriers without definite export 
engagements. To correct this situation, proposed rules 
have been formulated, as per inclosed, which are to be 
established by the carriers leading to Boston, New York, 
Philadelphia, Baltimore, Norfolk and Newport News. The 
theory of these new rules is to apply to shipments of 
grain in bulk for export, when held in cars, the same 
period of free time and storage charges as if same 
were held in elevators of the railroads at the seaboard. 

“Under present arrangements grain stored in sea- 
board elevators awaiting exportation is entitled to a cer- 
tain free time, the period at New York being ten days. 
To make a similar arrangement operative with respect 
to grain held in cars and wherever cars are en route, 
it is proposed to establish an allowance for the time 
en route. This has been liberally estimated from points 
on and north of the Ohio River and on and east of the 
Mississippi River as eighteen days to New York. With 
this time in view, it is proposed that the free time 
allowance shall count as from the date of the bill of 
lading from point of origin; thus, for example, from a 
point in Illinois the free time allowance to New York 
will be eighteen days, this being the approximate trans- 
portation time plus the ten days’ free time as now 
applicable in elevators. If on the nineteenth day after 
date of shipment the car shall be en route and held 
at some interior point, and the railroad has received no 
order for delivery to vessel, the same storage charges 
will be applied thereon, and thereafter as the charges 
that prevail in the elevators at the port on shipments 
held in elevators beyond the free time. If when the 
grain is in transit or subsequently in elevator at the 
seaboard it is ordered for delivery to a specific vessel 
for export, storage charges will cease on the day fol- 
lowing the delivery date shown on the order filed with 
the agent of the railroad at seaboard, provided the de- 
livery is not interfered with by some condition for 
which the carrier is not responsible, such as failure of 
the vessel to accept the grain. 

“It is understood that the Commission concurs in any 
reasonable regulation which would expedite the move- 
ment of traffic and give the carriers and all shippers 
the fullest employment of railroad equipment, and that 
recently public expression has been made to assist in 
this direction. It is also understood that the Commission 
would approve a charge of this character to stimulate the 
use of equipment for its primary function of transporta- 
tion and prevent its undue use for storage purposes. 

“The conditions with respect to the necessity and 
urgency of procuring the fullest employment of equip- 
ment at this time, which conditions will become more 
imperative during the next few weeks, impel the inter- 
ested carriers to endeavor to establish this regulation 
at the earliest possible date, and I have accordingly been 
directed to apply to your Commission on behalf of the 
carriers leading to the ports of Boston, New York, Phila- 
delphia, Baltimore, Norfolk and Newport News for special 
permission to establish these proposed rules, effective on 
less than statutory notice. 

“This matter is one of especial urgency to the car- 
riers, and the proposed regulation has been formulated 
with the primary view of relieving congested conditions 
and securing the fullest employment of equipment and 
terminals. It is felt that the Commission, from its knowl- 
edge of the general conditions, will appreciate the de- 
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sirability of any reasonable regulation to relieve same, 
particularly when considered in the general interest of 
shippers of all classes. With this presentation, it is 
hoped the Commission will give interest of shippers of 
all classes. With this presentation it is hoped the Com- 
mission will give preferred attention to the matter. 

“We have apprised the principal grain shipping in- 
terests operating through New York, Philadelphia and 
Baltimore of the proposed rules and of the desire of the 
carriers to make same effective on less than statutory 
notice. 

“If before acting on this application, the Commission 
desires further information from the carriers, a com- 
mittee of traffic officers will appear promptly upon request 
of the Commission for this purpose. 

“May I respectfully ask that the subject shall receive 
early attention of the Commission?” 

Free Time and Storage Charges on Export Grain in Bulk 

“All lines individually announce that grain, in bulk, 
for export via Boston, New York, Philadelphia, Baltimore, 
Norfolk or Newport News, will be subject to the same free 
time and storage charges whether stored in cars in transit 
or at seaboard or in boats (employed in place of elevators 
at seaboard) as applicable if stored in elevators at such 
points, as provided in the individual tariffs of carriers 
covering such charges, supplements thereto or reissues 
thereof. 

“To effect this arrangement, the free time at New York 
and the first period at Boston, Philadelphia, Baltimore, 
Norfolk and Newport News will be extended and will be 
computed as continuous from the first 7 a. m. after date 
of bill of lading on which grain arrives at seaboard (see 
note). The extensions will*be as follows: 


“Group A.—On shipments under bills of lading issued at 
points on and north of the Ohio River, on and east of the 
Mississippi River and on and south of the Illinois-Wisconsin 
line and the Canadian boundary—8 days. 

“Group B.—On shipments under bills of lading issued at 
points beyond the territory covered by Group A—10 days. 


“In accordance with the foregoing, the free time on 
grain exported via New York will be 18 days and 20 days 
from Groups A and B, respectively, and the first period 
included in the elevation charge at Boston, Philadelphia, 
Baltimore, Norfolk and Newport News will be 28 days and 
30 days from Groups A and B, respectively. 

“When grain is ordered for delivery to a specific ves- 
sel for export, storage charges will cease on the day follow- 
ing the delivery date shown on the order filed with the 
agent of the railroad at seaboard, provided the delivery is 
not interfered with by some condition for which the car- 
rier is not responsible. 

“The foregoing rules will apply whether the grain is 
consigned for export or locally and ordered for export. 
Note on ex-lake grain, the date of loading into cars 
at eastern lake ports will govern.” 


Grain Commandeered. 


American export business, so large now that the Dela- 
ware, Lackawanna & Western had to declare an. embargo 
on November 27, may derive unexpected benefit from the 
action of the Canadian government in commandeering the 
wheat in elevators at the head of the great lakes, an- 
nouncement as to which was made on November 29. If 
help does come, it will not be because the Canadian or 
British governments took the step with that end in view, 
but wholly on account of the commanding position Amer- 
ican railroads hold in a geographical sense. 

In a short time, Montreal will be frozen up. Then if 
the British government desires to get wheat for Italy or 
any other of its allies, it will have to think of getting it 
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through the American ports. Portland, Me., is the winter 
port of the Canadian Pacific, but, in a commercial sense, 
it is not much more impressive than Georgetown, the port 
of the national capital. Unless the British government 
can funnel 20,000,000 bushels of grain through Montreal in 
six or eight days, it will be necessary for the commandeered 
grain to remain in the elevators at the head of the lakes, 
or find ships in American ports. 

The Niagara frontier is the natural gateway for that 
grain moving all-rail to the ports. The great lakes will 
be closed within a week or ten days at the outside. The 
Niagara gateway is choked with grain, Buffalo being one 
of the points where the blockade is the worst, because 
there are not enough ships to carry it away. 

In theory, if there is a ship to take out grain offered 


to a railroad, the shipment can move forward without .- 


delay, regardless of the embargo. Inasmuch, however, as 
American railroads at the present moment are “holding 
the bag,” it is suggested that it is not likely they would 
move forward Canadian grain for the benefit of Great 
Britain unless that power, having control over practically 
all the vessel tonnage that could be sent to American ports, 
undertook to do something for those carriers whose side- 
tracks are blocked with cars loaded with export freight 
for which no particular ship assignment has been made. 


This is why it is accurate to say that the railroads are 
holding the bag: When grain, in particular, is loaded in 
cars for export, the dealer who loads it is relieved of 
storage charges and insurance, the railroad being responsi- 
ble, as a common carrier, for the care and delivery of the 
lading. The railroads cannot charge either storage or 
demurrage on such material unless there was a specific 
delivery indicated on the bill of lading, which is the fact 


in only the rarest of instances. Most of the freight on the 
Lackawanna tracks is being held at the expense and risk 
of the carrier, because it took it without requiring the 
shipper to indicate for what ship it was intended. Usually 
there is enough vessel tonnage offering to enable the car- 
riers to accept freight without requiring the name of the 


ship by which it is to move forward. It is only under 
extraordinary conditions, such as prevail now, that the 
carriers get into trouble by reason of their practice of 
accepting freight marked for export without requiring the 
name of the ship that is to take it from the port. 


C. C. McCain, chairman of the Trunk Line Committee, 
was in Washington November 29, talking with commis- 
sioners to see what could be done, if anything, to prevent 
the extension of the embargo to roads other than the 
Lackawanna. Grain men with whom he had talked on 
Sunday and Monday were inclined to think that the com- 
mandeering of the wheat in the head-of-the-lakes elevators 
would help them. But there is no help for the Americans 
unless the American railroads, by methods which might 
not be approved under ordinary conditions, force the British 
government to send ships to American ports to take away 
the freight now on the sidetracks, as a condition precedent 
to the movement of grain from Canadian elevators through 
American ports, which necessarily means over American 
rails. 


As before indicated, the idea is that if the Canadian 
grain should be sent forward for a particular ship, it 
would go ahead of everything else.. When there is con- 
gestion, unofficial ways might be found for forcing the 
embargoed freight out ahead of the straight consigned 
stuff. It is believed the Interstate Commerce Commission 
would not interfere with any reasonable exertions made 
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by the railroads to force the clearing of American rails 
ahead of the movement of Canadian wheat. 

There is nothing the Commission can do when an 
embargo is declared unless it be shown that it is not in 
good faith or is being operated to discriminate in favor 
of some pet shipper. It might be deemed discriminatory 
to force a foreign government to do its share toward 
breaking up a congestion, especially unless it is forced to 
do its share, it could force down the price of American 
grain by pushing the Canadian crop ahead of it through 
American ports. 

Anxiety of Shippers. 

Anxiety of the keenest sort was shown by repre- 
sentatives of shippers who called at the Commission on 
November 30, with regard to the possibility of an ex- 
tension of the embargo. . Presidents of Trunk Line ter- 
ritory roads were in session in New York with a view 
to dealing with the subject. Inquiries in great number 
came to the Commission in general, and to Commissioner 
Daniels in particular. The latter has charge of the 
inquiry the Commission ordered months ago with respect 
to embargoes. 

Herbert Sheridan, traffic manager for the Baltimore 
Chamber of Commerce and other Baltimore organiza- 
tions, and Charles J. Austin, representing the New York 
Produce Exchange, visited the Commission to get what- 
ever information there was to be had from the Com- 
mission, which is nothing more than has been published 
generally. The Commission, naturally, is listening to 
hear charges of unjust discrimination, if any shipper has 
any such to make. The jurisdiction of the Commission 
is limited, in dealing with embargoes, to the prevention 
of discrimination. It cannot interfere with an embargo 
based on the physical inability of a railroad to handle 
business offered to it. 

Messrs. Sheridan and Austin were anxious to have 
all classes of export commodities suffer the burdens of 
whatever embargoes may be found necessary. Natu- 
rally they did not fancy having any embargo declared, but 
at the time Mr. Sheridan was here a notice was sent out 
that the Pennsylvania would enforce an embargo on 
corn and oats billed to that point from and after mid- 
night of that day. 

Grain shippers have been wetching the Commission 
during the last two or three days for the appearance of 
tariffs imposing storage charges on grain held in cars. 
The traffic managers of trunk lines met in Philadelphia 
a few days ago to listen to the protests of shippers 
against that proposal. 

Shippers notified the Commission that when the 
tariffs were filed they would make a protest in a formal 
manner and ask to be heard by the members of the 
suspension board. 


LAKE AND RAIL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A fag end of the Five Per Cent case was placed 
before the Commission December 1 when extensive argu- 
ments were heard in I. & S. No. 615 from O. E. Butter- 
field, Douglas Swift, George Stuart Patterson and George 
F. Brownell for the carriers and the lake line carriers 
owned by the railroads, and Rush C. Butler and J. C. 
Jeffrey of Chicago, T. A. McGrath of Minneapolis and 
W. H. Chamdler of Boston for the shippers. 

The tariffs suspended in that docket propose a five 
per cent horizontal advance in lake and rail ratesr In 
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the first and second decisions in the Five Per Cent case 
the Commission flatly refused to allow the advances on 
lake-and-rail routes. After those decisions the carriers 
published tariffs naming the advances that had been dis- 
allowed, and in effect thereby brought about a rehear- 
ing, without it having been specifically granted. 

Messrs. Butterfield, Patterson and Brownell spe- 
cifically set forth the needs of the rail carriers for 
more revenue, notwithstanding the additions made to 
their income by the decisions in the Five Per Cent and 
other cases in which the Commission has heeded their 
cry for more money. 

Mr. Swift spoke especially for the lake lines, and 
his major premise was that there has been a large 
increase in expenses since 1907, caused largely by the 
exactions of the rail lines, which have all been allowed 
by the Commission. He dealt at length with the in- 
crease in absorptions by the rail lines at Chicago, Mil- 
waukee and Detroit. He pointed out that, while the 
tonnage of the lake lines has not been increasing much, 
the absorptions forced on them to enable them to re- 
main in business have grown amazingly. At Chicago, in 
1907 and 1908, the absorption of switching ran from 
$4.50 to $10 per car. Last year they ran from $5.50 to 
$18. Often the lake lines must absorb cartage and light- 
erage, not only at Chicago, but at Milwaukee and other 
ports. 

Lest the Commissioners smile to themselves and re- 
mark that inasmuch as the rail lines own the lake 
lines, and therefore absorption of switching charges is 
merely the operation of transferring money from one 
pocket to the other, Mr. Swift remarked that 85 per 
cent of the switching at Chicago, the cost of which 
must be borne by the lake lines, is done by the western 
roads, “Over which the lake lines have no control and 
which have no control over the lake lines.” At Mil- 
waukee the switching is all done by the western lines, 
and the absorptions represent total losses. 


At Buffalo the switching charges run from $10 to 
$15 a car, whereas in 1907 they ran from $2 to $3.50, 
with $5 a car as the cost for switching a car from 
Towanda and other outlying sections. 

Long storage periods and the LaFollette bills are 
other causes of heavy expense to the lake lines. The 
estimate is that the LaFollette measure will add $5,000 a 
year to the cost of operations of each of the lake line boats. 
None of these expenses, Mr. Swift said, can be avoided. 
They are met so as to remain in the competition with 
the all-rail lines. As to whether the switching charges 
are reasonable he had nothing to say. If any of them 
are deemed unreasonable they can be attacked in a 
direct manner. The Lowrey tariff provides for reciprocal 
switching, but the reciprocity is wholly between the 
all-rail lines. The steamship companies get nothing. 

Inefficiency in the management of the lake lines was 
charged by Rush C. Butler, arguing for the Chicago Asso- 
ciation of Commerce. 

“It would seem that the time ought to come soon 
when these gentlemen operating lake boats will cease dis- 
closing to the public their business inefficiency, even 
though it be as an excuse for an increase of rates,” argued 
Mr. Butler. 

“The contract price paid at Chicago for the loading 
and unloading. of freight is an example of the high and 
unnecessary expenditures made by the inefficient man- 
agement of the lake lines,” said he. The charge to which 
Mr. Butler referred is 42 cents a ton. At Duluth, where 





THE TRAFFIC WORLD , 1167 





the vessels pay only for putting the cargo on the docks, 
the unloading charges run from 17 to 41 cents. He called 
attention to the fact that the lake lines, notwithstanding 
the example of the bulk freight carriers, refuse to take 
advantage of the law of gravity in their loading and un- 
loading. There is only one double-deck warehouse at the 
head of the lakes owned by the lake lines. Double-deck- 
ers would enable the package steamers to take advantage 
of the law of gravity. He quoted the testimony of a ware- 
houseman that the work for which the lake lines pay 42 
cents at Chicago can be done, at a good profit to the con- 
tractor, for 25 cents. 

Mr. Butler was referring to the Western Transit Com- 
pany when he made the observation that it would seem 
that the time would come soon when the lake line offi- 
cials would quit exposing the inefficiency of their man- 
agement, even as an excuse for an advance in rates. He 
said that the Western Transit is the pride of the associa- 
tion of lake. lines. 

* According to an exhibit in the record, said Mr. Butler, 
the number of employes of that line increased from 105 
in 1903 to 145 in 1913. In 1906, under a 54-cent scale, that 
line had a gross revenue of $1,614,355. In 1913, after an 
increase of 38 per cent in the number of employes, the 
revenues decreased to $1,568,277. 


“In other words,” said Mr. Butler, “in 1903, with 105 
men, business was produced and handled to the extent of 
$15,374 per man, whereas, in 1913, with 145 men, the busi- 
ness produce and handled amounted to only $10,815 per 
man. 

“This is fairly illustrative. of the lack of efficiency of 
the boat line management, due in great measure, no doubt, 
to the fact that the officials and agents of the boat lines 
know that they are not expected to produce tonnage at 
the expense of the rail routes. If real, active competi- 
tion between the lake lines and the rail lines were per- 
mitted, no such showing as this would be found in the 
reports of the lake carriers.” 


Mr. Butler took up the talk about the improved serv- 
ice afforded by the lake lines. The testimony of Mr. 
Douglas was that the best and fastest boats of the West- 
ern Transit could not make, under the most favorable con- 
ditions, more than twenty round trips a season. Mr. 
Butler directed attention to the fact that Mr. Douglas ad- 
mitted, on cross-examination, that the “Hudson” and “Har- 
lem” of the Western Transit each made 27 trips in 1890, 
each carrying 102,000 tons of freight of the most miscel- 
laneous character. Now they carry about 95,000 tons a 
season. He also called attention to the fact that the Chili 
was chartered by Mr, Douglas for one trip in 1912. Mr. 
Barnes chartered her for a whole season and used her in 
the grain trade for all but two trips. Mr. Barnes testified 
that his profits were twenty per cent of the option at 
which he could have bought her. He did not buy her, but 
a Canadian company did. It paid 20 per cent duty to get 
Canadian register for her, and she is now running in the 
Canadian package trade. 

“It is not surprising, in view of the fact that the busi- 
ness of the Western Transit has actually diminished 
under Mr. Douglas’s regime, while the number of his offi- 
cers and employes has very largely increased, that the 
comparison is very unfavorable to Mr. Douglas’s opera- 
tion,” said Mr. Butler. 

Mr. Butler not only opposed the advances proposed, 
but argued that the existing scale is unreasonably high, 
He controverted the assumption that switching rates at 
Chicago are reasonable. He made the point that the 
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Lowrey tariff was intended to be a reciprocal arrangement 
between carriers—a mere matter of bookkeeping, based 
on the theory that in the end the switching charges will 
equalize each other, or that if there be a balance against 
one or more roads, it will not be burdensome. 


“But these charges have never been passed upon by 
either the Illinois Commission or the Interstate Commerce 
Commission,” said he. “When they are applied to switch- 
ing for the lake lines they are not reciprocal because the 
boat lines can do no switching. The respondents have 
not even attempted to show that the switching charges the 
lake lines are compelled to absorb are just and reasonable 
—a vital matter.” 


Commenting on the testimony of C. C. McCain that 
no one anticipated, in 1907, when the lake-and-rail scale 
was made 62 cents, that the ocean-and-rail lines would 
make their rates so low as to take business from the lake 
lines, Mr. Butler observed: “This is only another illustra- 
tion of the lack of foresight on the part of the lake lines 
and their managers which has resulted in making them the 
easy prey of all their connections and competitors.” 


J. C. Jeffrey, for the Chicago Board of Trade, argued 
against a further advance of any kind from Chicago until 
what he calls the present discrimination in favor of Mil- 
waukee via the break-bulk route is removed. He thinks 
the record must convince the Commission that at least the 
former differential between all-rail and lake-and-rail should 
be preserved under any adjustment that Commission al- 
lows; that inasmuch as counsel for the respondents say 
the carriers are not seeking both an advance of one cent 
in switching and an advance of the rate on grain products 
and grain by-products, the Commission, if it should de- 
cide to allow any advance, should allow it on the rates 
rather than on the switching charge, because, as he as- 
serted, such an advance would result in discrimination. 

He contended that the present adjustment as between 
the various western lake ports, also from westerm points 
via all lake ports should not be disturbed. 


W. H, Chandler, for the Boston Chamber of Commerce, 
argued for a ruling by the Commission that the carriers 
have not justified a higher basis of rates out of New 
England via the differential lake-and-rail routes. He said 
that the differential adjustment out of New York was 
primarily made to meet canal and lake rates that no longer 
exist. In addition, he said, the record shows that operat- 
ing conditions do not warrant higher charges on business 
from Boston than from New York. 


NO LAKE LINE REHEARING 


THE TRAFFIC .SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The Commission November 30 denied the application 

of the Burlington Exchange and others for a rehearing 


in the Lake Lines cases. The railroads did not ask for 
n rehearing. The divorce order becomes operative De- 
cember 15. 

The expectation is that some time soon the Lehigh 
Valley will apply to a court-for an injunction to have the 
order set aside if the Commission does not modify it. 

It would not be surprising if the Lehigh and the Lack- 
awanna ignored the order because the belief is almost 
unanimous that the Commission would modify the order 
before undertaking to enforce it. 

The denial was made, it is understood, because the 
Commission knows the question will be threshed out in 
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court. The effectiveness of the order Dec, 15 makes it 
illegal for the railroads to operate their lake boats—if 
any are still in service at that time. 

“IT am sorry the Commission did not grant a rehear- 
ing,” said J. C. Jeffrey, attorney for the Chicago Board 
of Trade, Burlington, Commercial Exchange and other or- 
ganizations which asked that the lake lines cases be re- 
opened. He entered the offices of the Commission just 
when the announcement of the denial was made. 

“It puts us down and out so far as this matter is 
concerned. I believe Congress will be asked to change the 
law so as to avoid the evil consequences of the order. That 
is the talk in the middle West, which has felt the effect 
more than the rest of the country.” 

The railroads could take the matter to the courts, 
but inasmuch as they have received good prices for their 
boats, they are not believed to be worrying. 

O. E. Butterfield, who took a prominent part in the 
defense of the railroads in the lake lines proceedings, also 
arrived just in time to hear the decision of the Commis- 
sion. When Mr. Jeffrey asked Mr. Butterfield to have the 
railroads join in an application for a rehearing, at the time 
of the rehearing in the Lehigh case, the latter replied 
that the carriers thought the matter could better be carried 
on by the commercial organizations. He declined to join 
the movement. 


All that has been said refers specifically to the lake 
lines other than those owned by the Lehigh Valley’s sub- 
sidiary, and probably the Lackawanna. The former is ex- 
pected to go into court asking for an injunction. Its rails 
do not extend beyond Buffalo and its boats are merely its 
method of getting to points beyond. The through route 
and joint-rate arrangements to which it is a party in con- 
nection with carriers who have rail and lake lines to 
Chicago are compelled by law. The competition between 
its lake and rail line and the all-rail routes to which it is 
a party, it is contended, is not the kind of competition that 
Congress meant, or that the Supreme Court has defined. 


There is a suspicion that the railroads do not care 
about the phase of the matter presented to the Commis- 
sion by Jeffrey and the commercial organizations, if the 
Lehigh can win its contention in court. In such an event, 
the other railroads, to enable them to continue the meas- 
ure of control they have heretofore had over lake-and-rail 
rates, can sell their boats to the Lehigh or the Lackawanna 
and then subject those roads to such pressure as will force 
them to continue arrangements with regard to lake-and-rail 
service that will be satisfactory to the owners of the all- 
rail routes’ to Chicago and other lake ports. 


The order of the Commission is effective December 15, 
which is after the close of navigation. It is believed that 
laying the boats up alongside the docks will be in com- 
pliance with the order of the Commission. This winter 
litigation can be carried on by the Lehigh. If it wins, 
it can buy the boats of the other lines. If it loses, the 
boats, by being kept at the docks, it is believed, will create 
such a shortage of transportation in the lake region that 
Congress will modify the law before it adjourns next 
summer. 

There has been a feeling that the Commission itself 
will undertake to deal with the situation by modifying 
its order with respect to the Lehigh. It has the argu- 
ments of the Lehigh, made on rehearing, before it. Pre- 
sumably it will make a report before December 15, al- 
though no one will be hurt if the decision is delayed for 
months. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National ———, Sed published by West Publishing Co., St. Paul, Minn. 
opyrig: . 


CONTROL AND REGULATION OF COMMON CARRIERS. 


Findings of State Commissions: 

(Sup. Ct. of La.) The Interstate Commerce Com- 
mission is vested with judicial power and a certain juris- 
diction, concurrent with that of the Circuit and District 
courts of the United States, whereas such power is with- 
held from the railroad commission of Louisiana, the find- 
ings of which are inconclusive, and reviewable in the 
court of ordinary jurisdiction—Texas & P. Ry. Co. vs. 
R. R. Commission of Louisiana, 69 Southern, 837. 
Unreasonable Rate: 

(Sup. Ct. of La.) Neither the constitution, nor any 
statute, whether directly or by fair implication, confers 
upon the railroad commission of Louisiana jurisdiction 
to assess, or award, against a railroad company, dam- 
ages, alleged to have been sustained by a shipper or 
consignee by reason of its observance of a freight rate 
authorized by the commission, but subsequently declared 
to be unreasonable. Whether such damages are re- 
coverable in an ordinary action in a court is a question 
which is not involved in this case—Texas & P. Ry. Co. 
vs. Railroad Commission of Louisiana, 69 Southern, 837. 


CHARGES AND LIENS. 


Constitutional Law: 

(Dist. Ct. N. D. Cal., Second Division.) Const. Cal., 
art. 12, 21, as amended Oct. 10, 1911, forbidding dis- 
criminations in charges or facilities, and the \eharge of 
greater compensation in the aggregate for the trans- 
portation for a shorter than for a longer haul over the 
same line in the same direction, where the shorter is 
included within the longer distances, or to charge any 
greater compensation as a through rate than the aggre- 
gate of the intermediate rates, is not repugnant to the 
due process of law clause of the United States constitu- 
tion.—California Adjustment Co. vs. Southern Pac. Co., 
226 Fed., 349. 

Excess Charges: 

(Dist. Ct. N. D. Cal., Second Division.) The United 
States District Court is not without jurisdiction of an 
action against a railroad to recover excess freight charged 
and collected in violation of the long-and-short-haul clause 
of Const. Cal., art. 12, 21, as amended Oct. 10, 1911, be- 
cause the plaintiff did not apply to the railroad com- 
mission for a reparation order, as provided by the public 
utilities act (St. Sp. Sess. 1911, p. 59), 71, since that 
section refers only to instances where the carrier’s charge 
of an excessive or discriminatory rate is dependent upon 
facts ascertained from the commission’s investigation 
upon evidence, and does not apply to an overcharge, un- 
warranted as a matter of law, which falls within section 
73, subd. “a,” authorizing the aggrieved party to prose- 
cute an action for loss or injury from a carrier’s failure 
to do anything required by the constitution or laws of 
the state, or any order of the commission.—California 
Adjustment Co. vs. Southern Pac. Co., 226 Fed., 349. 
Pleading: 

(Dist. Ct. N. D. Cal., Second Division.) Where none 
of the special defenses demurred to contain any matter 
tending to constitute a substantive defense, which is not 
covered by the denials of the answer, the objections 


raised by the demurrer need not be specifically considered. ° 
—California Adjustment Co. vs. Southern Pac. Co., 226 
Fed., 349. 


Rule by State Commission: 


(Dist. Ct. N. D. Cal., Second Division.) The rates 
which the railroad commission may fix, under Const. 
Cal., 22, are to be fixed in subordination to the prohibi- 
tion of discrimination between long and short hauls found 
in section 21, and it is only rates so fixed that are to be 
“deemed conclusively just and reasonable,” either as an 
obligation upon or protection to the carrier.—California 
Adjustment Co. vs. Southern Pac. Co., 226 Fed., 349. 


CARRIAGE OF LIVE STOCK. 
Court’s instructions: 

(Sup. Ct. of Ala.) Where pleas in bar not included 
in the general issue were eliminated on demurrer, special 
instructions applicable to such pleas are properly refused. 
—Southern Ry. Co. vs. Bynum, 69 Southern, 820. 
Limitation of Liability: 

(Sup. Ct. of Ala.) Under the Hepburn act of 1906 
(act Cong. June 29, 1906, c. 3591, 34 Stat. 584), amending 
the interstate commerce act (act Cong. Feb. 4, 1887, c. 
104, 24, Stat. 379), and establishing a uniform rule of 
liability, by providing that if.a regularly filed tariff offers 
two rates, based on value, and the goods are forwarded 
at the low value in order to secure the low rate, the 
carrier may avail himself of that valuation in a suit for 
loss or damages, the recovery in case of injury to an 
interstate shipment of live stock, is limited to the value 
of the animals specified in the tariff rate, which was 
reduced on account of the reduction in value.—Southern 
Ry. Co. vs. Bynum, 69 Southern, 820. 


Limitation of Liability—Defenses: 

(Sup. Ct. of Ala.) Though, the interstate tariff rate 
limited recovery in case of injury or destruction of cattle 
to $30 per head, the railroad company cannot defeat 
an action for injuries to cattle on the ground that the 
injured animals were sold for more than $30 per head.— 
Southern Ry. Co. vs. Bynum, 69 Southern, 820. 

Limitation of Liability—Statutes: 

(Sup. Ct. of Ala.) Act Cong. March 4, 1915, c. 176, 
38, Stat. 1196, amending the Hepburn act, which pre- 
scribes rules for recovery in case of interstate shipments, 
does not affect rights of actions accruing under the former 
statute.—Southern Ry. Co. vs. Bynum, 69 Southern, 820. 
Notice of Claim: 

(Sup. Ct. of N. C.) Stipulations in bills of lading 
covering interstate shipments of live stock, requiring 
written notice of claims for damages to be given before 
the stock is removed from the carrier’s possession, are 
valid.—_ Baldwin vs. Atlantic Coast Line R. R. Co., 86 S. E., 
776. 

Waiver of Notice: 

(Sup. Ct. of N. C.) The requirement in an interstate 
bill of lading that notice of damage to live stock shall 
be in writing is waived by actual knowledge on the part 
of the carrier of the injury.—Baldwin vs. Atlantic Coast 
Line R. Co., 86 S. E., 776. 

Waiver of Notice—Discrimination: 
(Sup. Ct. of N. C.) The rule permitting knowledge 
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to supply the place of written notice, being a mode of 
proof applicable alike to all railroads and in favor of 
all shippers, and enforced against a carrier who has had 
possession, with every opportunity to know the extent 
of the injury and its cause, is not a discrimination be- 
tween railroads, nor a preference in favor of a particular 
shipper at the expense of others.—Baldwin vs. Atlantic 
Coast Line R. Co., 86 S. E., 776. 

Waiver of Notice—Previous Decisions: 

(Sup. Ct. of N. C.) The rules laid down by the Su- 
preme Court of North Carolina, after the passage of’ 
the Elkins act of 1903 (act Cong. Feb. 19, 1903, c. 708, 32 
Stat. 847), (U. S. Comp. St. 19138, 8597-8599), that stipu- 
lations, in bills of lading covering interstate shipments 
of live stock, requiring written notice of claims for dam- 
ages are valid, and that such written notice is waived 
by actual knowledge of the injury on the part of the 
carrier, will be adhered to until a declaration by the 
United States Supreme Court that such rules are abro- 
gated by the act.—Baldwin vs. Atlantic Coast Line R. 


Co., 86 S. E., 776. 


NASHVILLE SWITCHING CASE 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 

The Louisville & Nashville and the Nashville, Chat- 
tanooga & St. Louis must switch competitive traffic for 
the Tennessee Central at Nashville. The Supreme Court, 
November 29, denied their motion for a stay of the 
operative date of the Commission’s order in the Nash- 
ville Switching case No. 2, pending the hearing of their 
appeal, on its merits. Following the practice of the 
court, Chief Justice White, in announcing the denial of 
the motion, said nothing as to the court’s reason for 
refusing to suspend during the appeal. 

In other words, the court did not say what it thought 
on the peculiar situation brought about by the special 
court, which, after it dissolved the restraining order, 
stayed the execution of the Commission’s order until the 
case had been heard on appeal. Assistant Counsel Hines, 
in his brief for the Commission, pointed out that in every 
instance cited by the railroads, the stay had been issued 
only after either the power or the Supreme Court had 
granted a restraining order or an interlocutory injunction. 

While the language of the court below seemed to 
stay the execution of the Commission’s order until the 
Supreme Court had passed on the merits of the appeal, 
the appellants asked a stay from the Supreme Court, and 
that was denied. That brought about the technical sit- 
uation that the order of the Commission was. operative 
although there were no tariffs on file stating the terms 
upon which the L. & N. and the N., C. & St. L. or their 
agent “Nashville Terminals” would switch for the Ten- 
nessee Central. 

In his brief Assistant Counsel Hines commented on 
the allegation of the appealing roads that they would 
lose $192,000 a year. He called attention to the fact that 
the present arrangement has been in effect for twelve 
years. Assuming that if the appellants would have lost 
as much as they asserted in their petition, that the money 
would have gone to the Tennessee Central, Mr. Hines 
suggested that the Tennessee Central might not now be 
in the hands of receivers if the $192,000 a year had 
gone to it instead of to the L. & N. and the N., C. & 
St. L. 

The refusal of the stay, however, does not dispose 
of the case. It remains to be argued on the merits. It 
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las been argued four times and this will be the fifth 
time, although, in the eyes of the Commissioners, there 
is no difference, in principle, between this No. 2 case 
and the other Nashville Switching case, long ago dis- 
posed of by the Supreme Court. In the first case the 
order of the Commission merely required the L. & N. 
and the N., C. & St. L. to switch coal for the Tennessee 
Central. All. commodities are covered in the second 
order, which is now in the ultimate tribunal for final 
irgument—it is believed. 

Assistant Counsel Hines of the Commission has been 
advised that the L. & N. and the N., C. & St. L. will have 
nine days. in which to comply with the order of the 
Commission with respect to switching at Nashville. The 
Supreme Court’s refusal to stay the order, so he has been 
advised, did not instantly put into effect the order of 
the Commission. It is taken for granted that the rail- 
roads will have their tariffs on file before the expiration 
of the nine days. The Commission has the power to 
permit them to become effective on short notice. Inas- 
much as only the appealing railroads will be hurt by 
the order, no damage will be done to the Tennessee 
Central or shippers at Nashville by the tariffs becoming 
effective on short notice. 


TO AMEND CUMMINS ACT 


The following is the draft of a bill that the Boston 
Chaniber of Commerce, through its transportation bureau, 
will cause to be introduced in the next Congress. The 
organization believes this bill will have the effect of 
restoring conditions that existed, with respect to ship- 
ments by express and baggage, prior to the passage of 
the Cummins act. The new matter which it is proposed 
to insert in the act is set in black face type. , 

An act to amend an act entitled “An act to amend 
an act entitled ‘An act to amend an act entitled, “An Act 
to regulate commerce” ’ approved Feb. 4, 1887, and all acts 
amendatory thereof, and to enlarge the powers of the In- 
terstate Commerce Commission,” approved March 4, 1915. 

Be it enacted by the Senate and House of Repre- 
sentatives of the United States of America in Congress 
assembled, that so much of “An act to amend an act 
entitled, ‘An act to amend an act entitled, “An Act to 
regulate commerce,”’ approved Feb. 4, 1887, and all acts 
amendatory thereof, and to enlarge the powers of the 
Interstate Commerce Commission,’ approved March 4, 
1915, as reads as follows, to wit: 

“Provided, however, That if the goods are _hidden 
from view by wrapping; boxing, or other means, and the 
carrier is not notified as to the character of the goods, 
the carrier may require the shipper to specifically state 
in writing the value of the goods, and the carrier shall 
not be liable beyond the amount so specifically stated, in 
which case the Interstate Commerce Commission may 
establish and maintain rates for transportation, depend- 
ent upon the value of the property shipped as specifically 
stated in writing by the shipper. Such rates shall be pub- 
lished as are other rates schedules,” be, and ‘same is 
hereby, amended to read as follows, to wit: 

“Provided, however, that if the goods are hidden from 
view by wrapping, boxing, or other means, and the car- 
rier is not notified as to the character of the goods, the 
carrier may require the shipper to specifically state in 
writing the value of the goods, and the carrier shall not 
be liable beyond the amount so specifically stated, in 
which case the Interstate Commerce Commission may 
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establish and maintain rates for tramsportation, depend- 
ent upon the value of the property shipped as specifically 
stated in writing by the shipper. Such rates shall be 
published as are other rate schedules; and, provided, fur- 
ther, however, that where property, whether hidden from 
view or not hidden from view, is tendered for trans- 
portation by express or as baggage and the tariffs of 
the carrier provide for rates of transportation based 
upon a maximum liability on the part of the carrier 
under such rates, and also provide for an additional 
charge to be made for the transportation of such prop- 
erty when declared to be of a value greater than said 
maximum liability, the carrier’s liability may be limited 
as provided in its tariffs, unless the shipper declares in 
writing a greater value; and as to such property so 
tendered for transportation by express or as baggage the 
shipper shall not be required to declare in writing the 
value of such property unless a greater protection to 
the owner than said maximum liability is demanded by 
writing a greater value; and as to such property so 
tendered for transportation is so declared in writing by 
the shipper the carrier shall not be liable beyond the 
amount so declared; and as to such property so tendered 
for transportation by express or as baggage it shall not 
be unlawful for the shipper to declare less than the 
actual value. 

Section 2—That this act shall take effect and be in 
force from and after thirty days after the ‘day of its 
passage. 


DEMONSTRATION OF LEGAL FOLLY 


One hundred and fifty members of the Canadian 
House of Parliament, a few weeks ago, saw what was 
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This demonstration took place when the Canadian 
Northern’s special train carrying Sir William Mackenzie 
and the members of Parliament crossed the Thompson 
river on the new bridge near Kamloops, British Columbia. 

The stream at this point is 4 feet deep and on each 
side, within a few miles, are rapids that can be run only 
by a canoe. Yet the railroad was compelled to put in 
a deck girder lift span 93 feet long. 

The bridge is 1,209 feet long and has 12 fixed spans 
each 93 feet long. Approaches at both ends total about 
1,100 feet. The lift span weighs 118 tons, and is fully 
counterweighed. The sixteen 114-inch lifting cables are 
equalized in the attachment to the span. Centering cast- 
ings provide for keeping the span in proper alignment 
as it comes down to bearing and also take the longitudinal 
braking thrust. The lift of the span is 53 feet, giving a 
55-foot clearance above high water. The motor is capable 
of raising the span in 100 seconds. The lifting power is 
a gasoline engine, which, with all the machinery, except 
the operator’s levers, is located below the deck, at the 
middle. Limit switches coming into operation near the 
ends of travel of the span control the igniter circuit of 
the engine. 


BUFFALO WANTS GRAIN CHANGES 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Arguments were made December 2 in the complaints 

of the Buffalo Chamber of Commerce against the Balti- 
more & Ohio and the Buffalo Creek Railroad, by Fran- 
cis B. James for the complainants, J. C. Jeffrey for the 
Chicago Board of Trade, S. C. Pratt for the Lehigh 








NEW BRIDGE NEAR KAMLOOPS. 


intended as a demonstration of the folly of the law which 
compels a railroad to put in a lift span on all bridges 
constructed over socalled navigable waters. 


Valley and F. C. McKenney for the Pennsylvania. In 
a broad way the complaints are that the rail carriers 
have so adjusted the rates that there is not enough 
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grain coming via the lakes, and that the adjustment of 
rates on the grain that does come by water is such as 
to deprive Buffalo of her natural advantage of location 
at the foot of the Great Lakes and leave it, to a large 
extent, with Chicago. 

In a general way Buffalo thinks the rates on grain 
should be about 53 per cent of the rates from Chicago 
to New York. That is not the exact mathematical rela- 
tion between the points involved, but it will satisffy 
Bupffalo if an adjustment of ex-iake grain rates is made 
on that basis. The relationship used to be 50-50. It 
now averages 57 for Buffalo rates. 

The railroads did not admit that there was any- 
thing wrong with the adjustment. They think the Com- 
mission has passed on the subject in other cases and 
that E. E. Williamson, who made colored diagrams to 
show the situation, and then placed enlarged copies of 
them on the walls of the hearing-room so that it looked 
as if the Commission were conducting a fire sale, pro- 
duced nothing to warrant the Commission in tinkering 
with the relationship. 

According to Mr. James, the cases primarily in- 
volve the question of a proper relation ‘of the ex-lake 
proportional rates on grain from Buffalo, domestic and 
export, to New York, Philadelphia and Baltimore, in- 
cluding the ports of those cities and the points taking 
New York, Baltimore and Philadelphia rates, to the re- 
shipping rates from Chicago. Secondarily they involve 
the same relationship with regard to the rates on grain 
products. Incidentally they also involve discriminations 
under the third section, in the matter of granting and 
withholding of milling-in-transit privilege at Buffalo, the 
amount of the transit charges, the failure to make Buf- 
falo a rate-breaking point, the exclusion of markets and 
so forth. 

The railroads claimed that, in effect, the complaints 
are an attack on the reasonableness of the rates, a 
question on which it is admitted the Commission has 
passed. Mr. James, however, insisted that it is an 
attack wholly confined to an allegation that the rail- 
roads give an undue preference to Chicago, thereby 
placing Buffalo at a disadvantage. He insisted that 
the rates are a hodge podge, wholly unscientific and 
arbitrary, the effect of which has been to deprive Buf- 


falo of the relative volume of business that city once . 


did. 

For forty years, he said, the rates from Buffalo did 
not exceed 50 per cent of the rates from Chicago to 
New York. Then the railroads began their camapign, 
as he said, to drive business from the lakes to the 
all-rail lines, and he submitted that they had accom- 
plished their object. 


RAILWAY OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Complete statistics as to the result of operations of 
large steam roads for September of this year were made 
public by the Commission Nov. 30. They show increases 
in railway operating revenue and operating income for 
every section of the country. 

At the same time, statistics for the first three months 
of the current fiscal year ending with September were also 
made public. They also show increases in operating rev- 
enue and operating income compared with the same period 
of the preceding year. For the country as a whole, the 
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operating revenue rose from $1,185 to $1,251 a mile. Ex 
penses declined from $783 to $774, causing an increase in 
the net revenue from $402 to $477 per mile of road oper- 
ated. Deducting railway tax accruals and uncollective rail- 
way revenue left an operating income of $426, as compared 
with $352 for September, 1914. 


In the eastern district, the operating revenue rose from 
$2,022 to $2,182. The expenses declined from $1,373 tc 
$1,364, causing the net revenue to rise from $649 to $8138. 
The operating income rose from $569 to $740 per mile. 

In the southern district the operating revenues rose 
from $862 to $930. Expenses declined from $643 to $621, 
causing the net revenue to go up from $219 to $309. The 
operating income rose from $182 to $270 per mile. 

In the western district the operating revenue rose 
from $904 to $929. Expenses declined from $555 to $553 
and thereby the net revenue rose from $349 to $376. The 
operating income rose from $308 to $333. For the three 
months’ period, the operating revenue for the country as 
a whole rose from $3,487 to $3,573. The expenses also de- 
clined from $2,357 to $2,289, causing the net revenue to 
rise from $1,130 to $1,284. The operating income rose 
from $980 to $1,130. 

In the eastern district the operating revenue rose 
from $6,001 to $6,308, while expenses declined from $4,119 
to $4,026, causing the net to rise from $1,882 to $2,282. 
The operating income rose from $1,643 to $2,042. — 

In the southern district the operating revenue rose 
from $2,639 to $2,655, while the operating expenses de- 
clined from $1,969 to $1,837, causing the net to rise from 
$670 to $818. The operating income went up from $559 
to $702. 

In the western district the operating revenue rose 
from $2,600 to $2,614, while the expenses fell from $1,668 
to $1,637, causing the net to rise from $932 to $977. The 
operating income jumped from $810 to $850. 


OFFICIAL CLASSIFICATION CHANGES 


The. Official Classification Committee has sent to 
Official Classification lines a circular calling attention 
to important changes in conditions, to become effective 
with Classification No. 43, Jan. 1, 1916. It says that 
C. C. McCain, chairman Uniform Bill of Lading Com- 
mittee, has directed attention to the changes in the 
uniform bill of lading; the uniform live stock contract, 
including the contract with man or men in charge of 
live stock, and the contract with man or men in charge 
of property other than live stock, these revisions having 
resulted from the changes following the Cummins amend- 
ment to the interstate commerce act. 


A complete revision of the provisions of the Official 
Classification for live stock and live wild animals has 
been made necessary by the Cummins amendment and 
other conditions, and the revised specifications for live 
stock and live wild animals appearing on pages 212 to 
217, inclusive, should be carefully studied by all inter- 
ested in classification, it is urged. 


Throughout the classification there have been incor- 
porated many revised specifications resulting from ithe 
adoption of recommendations of the committee on uni- 
form classification. 

The attention of the lines is being directed to these 
changes so that all those having to make use of the 
classification may become acquainted with the changes 
before they go into effect. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau. 









In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
vately written answers to their Inquiries by the payment of a 


small fee. 
Address Legal Department, The Traffic Service Bureau, 


Colorado Building, Washington, D. C. 
What Constitutes Delivery to Carrier for Transportation. 

Washington.—Question: “A truck company delivered 
to a steamboat dock operating between Puget Sound ports 
one box of personal effects for shipment, but neglected 
to take out a bill of lading, as there was a horse to he 
delivered later to go with same shipment. The party 
delivering the horse also failed to secure a bill of lading 
for the shipment, but gave the dock company instructions 
for shipping. On arrival at destination the box of per- 
sonal effects checked short and the dock company is 
unable to locate in its warehouse or has no record 
showing that the box was ever placed on its boat. Pro- 
viding we can show by affidavits that the box was deliv- 
ered by the expressman and received by the dock com- 
pany, is it not liable for the full value of the contents, 
regardless of the fact that no bill of lading was requested 
or given? It is quite evident from the investigation 
we have made that the box was stolen, and we are trying 
to discover who is legally responsible for its loss.” 

Answer: Where the shipper of goods has done all 
he intends to do to them before they are shipped, and 
has notified the carrier’s agent that they are upon the 
dock and ready for shipment, and the agent agrees io 
forward them, there is a sufficient delivery to make the 
company liable as a common carrier, although no receipt 
or bill of lading has been signed and given by the carrier. 
Delivery to a vessel is complete as soon as the master, 
mate, or any other agent, receives the goods; and they may 
be received upon the ship, or the wharf, or at a ware- 
house, or at any other: place at which an agent duly 
authorized may agree to receive them. 

But where it was shown that the manner of the 
delivery of a particular shipment to a vessel or on the 
wharf was contrary to the customary mode for delivery, 
or that the delivery to the carrier was not for immediate 
transportation, a legal delivery to the carrier has not 
been effected. For instance, if goods are delivered to 
the carrier to be stored by it for a certain time, or until 
the happening of a certain event, or until something 
further is done to prepare them for transportation, or 
until further orders are received from the owner, the 
carrier becomes a mere depository or bailee untill the 
appointed time has expired, or the other contingency 
happened upon which the carriage is to commence, or 
until further orders have been given, as the case may be. 
See Hutchinson Carriers, 3d edition, vol. 1, section 112, 
and cases cited. 

As a mere deository, bailee or warehouseman, the 
carrier is not liable for loss by theft or robbery, com- 
mitted without its fault or negligence. 

* * * 


Sale by Carrier Without Necessity a Conversion. 
lowa.—Question: “In July, 1913, a car of corn was 


‘,ipped from Akron, Ia., to Cincinnati, O., to fill a con- 
‘vact at a price of 63% cents f. o. b. Cincinnati. The car 
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failed to arrive at destination, and the consignee finally 
had to buy grain locally at Cincinnati at a price of 74 
cents per bushel to fill the contract. It developed upon 
tracing the car that it was wrecked at a point in Iowa 
and so badly scattered and damaged that the railroad 
company, upon its own initiative, sent it to Milwaukee, 
Wis., to be cleaned and disposed of for the account of 
the company. Claim was filed with the railroad com- 
pany for 74 cents per bushel, representing the price 
the consignee was actually compelled to pay in order to 
fill the contract at Cincinnati. The railroad company re- 
fused to pay more than 63% cents per bushel, which was 
the invoice price on the shipment in question, claiming 
that section 3 of the uniform bill of lading fixed that 
price as the basis of settlement. It seems to me that 
the market price at Cincinnati, 74 cents per bushel, would 
govern instead of the invoice price, because this ship- 
ment was not actually destroyed in transit, but the rail- 
road company, without authority from the shipper, fixed 
it up after wrecking it, and disposed of it for its own 
account at Milwaukee, Wis. Does this not amount to a 
conversion of the property, and, if so, is not the railroad 
company liable for the 74 cents per bushel price?” 

Answer:. A delivery at a wrong place, or a sale of 
the goods by the carrier without necessity is a conver- 
sion. The mere fact that the goods had been damaged 
in transit neither justifies a change in destination nor 
a sale of them by the carrier. In order to justify the 
act of the carrier in making a sale of the goods, it 
must show that there was a necessity for the sale, arising 
from the perishable nature of the property, which made 
its preservation for the owner impracticable, or that from 
that or some other cause it was neither possible to 
proceed with its transportation nor to store it; that the 
carrier has acted in good faith and with sound discre- 
tion, and that it was impossible to communicate with 
the owner and to receive instructions from him as to 
the course to be pursued, without occasioning a delay 
which the circumstances and conditions of the property 
would not permit. -If the carrier sells the goods when the 
necessity for so doing does not exist, it will be liable 
in action for their conversion, and nothing but the ex- 
istence of circumstances ef actual necessity will afford 
an excuse for the sale. 

Where the carrier has converted the goods, it will 
be deemed to have thereby abandoned the contract of 
shipment, and it cannot thereafter insist on the stipula- 
tion that its liability shall be limited to a certain sum 
at which the goods are valued. The measure of damages 
for conversion of the goods will be their value at the 
place of destination, at the time the goods should have 
been delivered, plus the prepaid freight charges. 


* * * 


Carrier as Warehouseman Not Obligated to Provide Warm 
Storage for Perishable Freight. 

Minnesota.—Question: ‘We purchased a car of lin- 
gonberries, which is a perishable article, and arrived 
here in box car. We ordered the car set at a cold storage 
building, but, owing to the fact that the cold storage 
company has more cars than it can handle, this car 
has been standing on the tracks for ten days. In case 
these berries were destroyed by frost, what recourse 
would we have? The storage company does not assume 
responsibility until it has accepted the car in its build- 
ing. Is it the duty of the carrier to protect this car 
by putting it in a roundhouse or some other warm stor- 
age?” 
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Answer; The contract of affreightment having been 
completed on the arrival and acceptance by the consignee 
of the shipment at the destination place stated in the 
bill of lading, the carrier thereafter held the shipment 
merely as a warehouseman, and, as such, it would not be 
liable for any loss caused by frost, or other accidental 
causes, without its fault or negligence, and is not under 
the legal obligation to place the car containing the ship- 
ment in a roundhouse or other warm storage for pro- 
tection against the weather. 


* * * 
Carrier’s Liability Under Carmack Amendment. 


Illinois.—Question: “Shipment is loaded at point in 
Arkansas, and consists of green oak dimension stock 
which is stacked on sticks. Shipper cleats the doors open 
12 inches to allow proper ventilation, to prevent heating 
in hot weather, but the railroad agent would not allow 
car to go forward until the doors were closed and sealed. 
When the car reached its destination on the originating 
line it was reconsigned via another line and an exchange 
bill of lading issued by the second carrier, to a point in 
Wisconsin. When the shipment arrived at destination, it 
was found to be in a bad condition, and giving the very 
best consideration possible, only 50 per cent of the ma- 
terial could be used, the balance being worthless. The 
originating carrier refuses to handle the claim unless 
claimants show that the damage occurred before delivery 
was made to the second line at destination of the first 
bill of lading, which cannot be done, as the material was 
not examined when reconsigned. Since the claim has 
been filed with the first line, who should we insist on 
handling to a conclusion? Are the carriers liable?” 

Answer: The main purpose and effect of the Car- 
mack amendment was to provide a uniform rule as to 
the liability of interstate carriers, and to relieve the ship- 
per or owner of goods from the duty of showing which 
particular carrier was at fault in the loss or injury to 
a shipment transported under a through contract, over 
several connecting lines. This amendment is in effect 
for the purpose of enabling the shipper to obtain redress 
irom the initial carrier for any breach of the original 
contract of shipment regarded as the through contract, 
and does not cover damages arising from the breach 
of a new contract entered into at destination and after 
arrival of the goods, between the shipper and the deliver- 
ing carrier. In such an instance, only the carrier over 
whose line the injury actually occurred can be held liable. 

If, however, the published tariff of the initial carrier 
contains a privilege to the shipper to reconsign the origi- 
nal shipment after its arrival at destination to a further 
point via a given route, under a rate applicable from 
the initial point to the ultimate destination point, and 
provides for an exchange of bills of lading, to carry out 
the privilege so granted, then such an arrangement is 
equivalent to a through contract and would cover any 
damages arising from its breach during the transporta- 
tion of the shipment and its arrival at ultimate destination. 

In such an instance, either the initial carrier or the 
carrier actually at fault may be held liable, in the elec- 
tion of the shipper. 


* * * 
Allowance of Drayage Charges on Misrouted Shipments. 
New York.—Question: “In your answer to ‘Missouri,’ 
in issue of November 27, did you overlook ruling 474, in 


supplement 2 to Conference Rulings Bulletin No. 6? In 
cases of diversions we have been taking deliveries by 
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truck at the terminals of the lines to which the goods 
were diverted and recovering the cost from initial carrier.” 

Answer: Our correspondent is correct. It seems thai 
we have been unable to keep pace with the many kaleido- 
scopic changes affected in this rule by the Commission 
from time to time, their very latest announcement being 
rule 474 (b), reading as follows: 


In case the carrier is unable to deliver the shipment 
without unreasonable delay at the terminal designated, 
and the consignee elects to accept the shipment at the 
terminal where delivery has been erroneously offered, 
the shipper or consignee is entitled to recover damages 
in the sum of the difference between the expense of 
drayage actually incurred at a reasonable charge there- 
for and the expense which would have been incurred if 
proper delivery had been effected. Carriers admitting 
the justice of claims of this character should file an 
application with the Commission for authority to pay 
same, each application to admit responsibility for the 
misrouting and be suported by affidavit of the agent of 
the carrier cognizant of the facts relied upon to justify 
the payment. (Affirming and modifying rulings 234, 283 
and 392. See Sterling vs. M. C. R. R. Co., 21 I. C. C., 454, 
and Maxey vs. B. & O. S. W. R. R., Co. 26 I. C. C., 507). 

* * * 
Storage Charges Accruing Through Railroad Error. 

New York.—Question: “A shipment of one barrel gas 
oil and one-half barrel kerosene oil, valued at $22.98, was 
made from Chicago, Ill., destined Jacksonville, Fla., post- 
office, Cocoa, Fla. Shipment was considerably delayed 
in transit, and finally arrived at Jacksonville. Agent at 
this point claims to have notified the consignee at Cocoa, 
Fla., by postal. The postal was not received and, on 
complaint of nondelivery by the consignee, the purchase 
price was refunded and claim for loss entered against 
originating road. Presentation of the claim was delayed 
considerably, as well as investigation after presentation. 
After investigating the railroad company located ship- 
ment on hand at Jacksonville and requested authority “to 
return” from shippers. This authority was given, shipment 
returned, and upon receipt a charge of $116.10, repre- 
senting storage charges at Jacksonville, was assessed, in 
addition to the freight charges. The storage was figured 
at 172 days, 67% cents per day, the high rate of storage 
being due to shipment consisting of a ‘Red Label Inflam- 
mable’ commodity. Shippers contend that the railroad 
company should have disposed of the property before 
charges equaled six times the valuation. Railroad com- 
any contends, inasmuch as shippers furnished return in- 
structions, that they are responsible for the full amount 
of the storage charges. Which contention is correct?” 

Answer: By the act of March 4, 1909, effective Jan. 
1, 1910, Congress gave authority to the Interstate Com- 
merce Commission to formulate regulations for the safe 
transportation of explosives and other dangerous articles 
and, effective Oct. 1, 1914, the Commission issued a pam- 
phlet of regulations as prescribed by said act and by 
section 15 of the Act to regulate commerce. The Com- 
mission also approved the Code of Storage Rules adopted 
by the American Railway Association, and now in use 
for interstate transportation throughout the country. In 
accordance with these rules, following the general rules 
as prescribed by the Commission, carriers must give 
notice of arrival of shipment at destination and, if not 
removed by the consignee within 48 hours thereafter, it 
must be disposed of by return to the shipper or by stor- 
age at the expense of the owner, or by sale, or, when 
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necessary to safety,- by destruction, under supervision of 
a competent person. 

If, however, the carrier did not in fact give due notice 
of arrival of the shipment at destination to the consignee, 
then whatever storage charges subsequently accrued were 
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by reason of the carrier’s error, and, following the rulings 
of the Commission as affecting demurrage charges, the 
carrier cannot hold the shipper to a payment of the same, 
although he may have taken repossession and directed 
“the return of the shipment. 








Docket of the Commission 


Note.—items in the Docket marked with an asterisk (*) are 
‘ew, having been added since last Friday’s Daily and since the 
fast issue of The Traffic World. Cancellations and_postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


December 6—Washington, D. C.—Examiner Gibson 
7479—Henry H. Carter vs. Minneapolis, St. P. & Sault Ste. 
Marie Ry. Co. 


December 6—Chicago, Ill.—Examiner Smith: 
7993—Goodman “Mfg. Co. vs. by M. & St. P. Ry. Co. 
8048—Skallerup Bros. vs. A. T. & S. F. Ry. Co. et al. 
ee & Blei Co. = Sst. LL & 8S. F. R. R. Co. 
et a 


December 6—Nashville, Tenn.—Examiner Graham: 
7146—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. 
7750—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. et al. 
7837—Mount Pleasant Fertilizer Co. vs. Ill. Cent. R. R. 


December 6—Denver, Colo.—Examiner eee: 
4932—Standard Pharmacal Co. vs. C. R. I. & P. Ry. Co. 
ae = ares aa Chemical Mfg. Co. vs. > "R, & G. R. R. Co. 
eta 


December 6—Lincoln, Neb.—Examiner Waters: 
8299—Griswold Seed Co. vs. Colo. & Sou. Ry. Co. et al. 
December 6—Pittsburgh, Pa.—Examiner La Roe: . 
8207—McClintic-Marshal] Co. vs. A. C. L. Ry. Co. et al. 
8292—United Lumber Co. vs. B. & O. R. R. Co. et al, 
st va aden & Ohio Mining Co. et al. vs. B. & O. R. R. 
‘oOo. et a 
8251—W. Harry Brown vs. Vandalia R. R. Co. et al. 
7685—Benj. Peller vs. P. R. Co. 


December 6—San Francisco, Cal.—Examiner Pugh: 
8120—H. Moffatt Co. et al. vs. Sou. Pac. Co. et al. 
8146—Philip Shecter vs. Sou. Pac. Co. et al. 


December 6—Chicago, Ill—Examimner Dow 
= Green Bay Mfg. Co. vs. Ill. Cent. R. R. Co. 


8204 —Board 0 of ee of the City of Chicago vs. Ann Arbor 
‘o. et al. 
December 6—Beaumont, Tex.—Examiner Worthington: 
gt Commercial Club vs. Texarkana & Ft. S. Ry. 
o. et a 
8038—Lutcher & Moore Lumber Co. vs. Texarkana & Ft. S. 
Ry. Co. et al 
December 6—Washington, D. C.—Examiner Gibson: 
8375—U. S. of America vs. Sou. Pac. Co. et al. 


December 6—Worcester, Mass.—Examiner Bissell: 
8331—D. E. Mowry Co. vs. N. Y. N. H. & H. R. R. Co. 
December 7—Washington, D. C.—Examiner Gibson: 
|. & S. 620—Classification of cotton warps and beams, 


December 7—Manchester, N. H.—Examiner Bissell: 
s069—J. C. Furness Co. vs. American Express Co. 


December 7—Denver, Colo.—Examiner Butler: 
7877—Prey Bros. et al. vs. Tex. & Pac. Ry. Co. et al. 
ee Milling and Elevator Co. vs. C. & E. I. R. R. 
‘o. et 
8133—Colorado Portland Cement Co. vs. C. M. & St. P. Ry. 
Co. et al. e 


December 7—Akron, O.—Examiner Horton: 

I, S. 719—Flue lining minimum weight. 
8287—Robinson Clay Product Co. vs. Pa. Co. et al. 

December 7—Chicago, Ill.—Examiner Smith: 
8101—Chicago House Wrecking Co. vs. Ill. Cent. R. R. Co. et al. 
a Land and Lumber Co. vs. N. Y. C. R. R. Co. 

et a 
8150—Illinois Steel Co. vs. C. & N. W. 
6945—Bagdad Land and Lumber Co. vs. Co, 
7087—Bagdad Land and Lumber Co. vs. L. Dy N. R. Ez Co, 

December 7—Omaha, Neb.—Examiner Waters: 
8126—Sunderland Bros. Co. vs. prow yg Ry. Co. et al. 
8172—Sunderland Bros. Co. vs. C. W. Ry. x et al. 
ar ty oy quae Vinegar and Pickle” oo. vs. GC. R. 1. & P. Ry. 

‘o. et a 
8056—Cavers-Sturtevant Co. vs. C. & N. W. Ry. Co. et al. 
December 8—Chicago, Ill.—Examiner Dow: 
or ae Implement and Vehicle Assn. vs. B. & O. R. R. 
0. et al 
December 8—Argument at Washington, D. C.: 
7845—Commercial Club of City of Duluth vs. Big Fork & In- 
ternational Falls Ry. Co. et al. 
as ee Steel and Iron Co. et al. vs. L. & N. 
; et al. 

December 8—Chattanooga, Tenn.—Examiner Graham: 
8106—Continental Coal Corporation vs. L. & N. R. R. * et al. 
8234—Montague Mailing Machinery Co. vs. ae (Cent. R. R. et al. 
8252—Whelan Co, vs. Ala. Gt. Sou. Ry. Co. et al. 

December 8—Chicago, III. ew. Smith: 
8205—Howard Power Co. vs. C. & - P. Ry. Co. et al. 

\ pa gar as Grain bg vs. rigin J. & E. Ry. Co. et al. 
8311—H. Green vs. P. & W. Ry. Co. et al. 

¥326—Casther, Curran % Butts vs. Pa. Co. 


+. 2 Co. a — 





That portion of Fourth Section Application 2060, J. F. Tucker, 
agent, which seeks authority to continue a rate on grain 
from Joliet and Plainfield, Ill., to Chicago, via the Elgin, 
Joliet & Eastern Ry. Co. in connection with the C. & N. W. 
Ry. Co. or the C. M. & St. F. Ry. Co., which will be lower 
than the rate concurrently -n effect from Normantown, IIL, 
and other intermediate points will be heard in connection 
with the complaint of the Plainfield ago Co. vs. Elgin, 
Joliet & Eastern Ry. Co. Docket No. 821 


December 8—Denver, Colo.—Examiner Butler: 
8183—Denver Live Stock Commission Co, vs. St. L. R. M. & 
P. Ry. Co. et al. 
8248—W. A. Powell vs. C. B. & Q. R. R. Co. et al. 


December 8—Omaha, Neb. ny Waters: 
8143—Fred S. Swanson vs. C. & Q. R. R. Co. et al. 
8302—Beebe & Runyan Fernitare Co. va. C. B. & Q. R. RB. Co. 


et al. 
8319—South Omaha Live Stock Exchange vs. C. G. W. R. R. 
Co. et al. 


December 8—San Antonio, Tex.—Examiner Worthington: 
8103—Roy Campbell vs. St. Louis B. & M. Ry. Co. et al. 


December 9—Argument at Washington, D. C.: 
7060—Application of the Associated Oil Co. and Southern 
Pacific Co. 
7250—Shreveport Chamber of Commerce et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
ee Chamber of Commerce vs. M. La. & Tex. 
R. & S. S. Co. et al. 


December 9—Washington, D. C.—Examiner Mattingly: 
7632—Joseph Joseph Bros. & Co. vs. Me. Central et al 

December 9—Montpelier, Vt.—Examiner i an wy: 
7080—Ryegate Paper Co. vs. B. & M. R. R. Co. et al. 


December 9—Denver, Colo.—Examiner hal 
$289—Alliance Coal and Coke Co. et al. vs. C. & S. Ry. Co. 
8312—Centennial School Supply Co. vs. U. P. R. R. Co. et al. 
December 9—Chicago, IlIl—Examiner J. Edgar Smith: 
ar ee ng Dealers’ Association Co. vs. A. T. & 8S. F. Ry. 
o. eta 
8356—Champion Fiber Co. vs. Southern Ry. Co. 
December 9.—Chattanooga, Tenn.—Examiner Graham: 
8210—Walsh & Widener Boiler Co. vs. Sou. Ry. Co. et al. 
$222—Walsh & Widener Boiler Co. vs. C. H. & D. Ry. Co. 


et al. 
0” ee & Widener Boiler Co. vs. Ala. Gt. Sou. Ry. Co. 


December 9—Omaha, Neb.—Examiner Waters: 
a a Mississippi Grain Co. vs. C. B. & Q. R. R. Co, 


al. 
9368-—Irarmers’ Lumber Co. vs. C. R. I. & P. Ry. Co. et al 


December 9—Sharon, Pa.—Examiner Horton: 
8214—Sharon Steel Hoop Co. vs. P. R. R. Co. 

December 10—Sioux City, Ia.—Examiner Waters: 
8301—Traffic Bureau Sioux City Commercial Club vs. Alexan- 

dria & Western Ry. Co. et al. 
8315—M. King Elevator Co, vs. C. B. & Q. R. R. Co. et al. 
a” ae & Bradford Lumber Co. vs. Ann Arbor R. R. 
o. et a 

December 10.—El Paso, Tex.—Examiner Worthington: 
8363—James Crawford vs, Lag &, Pac. Ry. Co. et al. 
6764—Bascom-French Co. vs. eS we a of a et al. 
3544—Bascom-Porter Co. vs. ea & S. F. Ry. 

December 10—Argument at Seicaiieinen DD: ©.: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. et ‘* 
1023—Buftalo Union Furnace Co. et al. vs. L. S. & M. S. 


t 
a Union Furnace Co. et al. vs. Buff. & Susq. Cor. 
a 


ae ys of 10—Chicago, Ill—Eraminer Fleming 
. & S. 656—Rates on stone from Illinois points, 
janes 10—Chattanooga, Tenn.—Examiner Graham: 
8295—Chattanooga Sewer Pipe and Fire Brick Co. vs. Cent. 
of Ga. Ry. Co. et al. 
December 10—Los Angeles, Cal.—Examiner Pugh: 
1. & S. 652—Rates on grain to California points, 
8175—Byron T. Rowan et al. vs. A. T. & S. F. Ry. Co. et al. 
December 10—Charlotte, N. C.—Examiner Abbott: 
I. & S. 713—Ocean and rail rates to Charlotte, N. C. 
December 11—Wheeling, W. Va.—Examiner Horton: 
1. & S. 712—Iron and steel articles to Oklahoma. 


December 11—Los Angeles, Cal.—Examiner Pugh: 
8351—-American Beet Sugar Co. et al. vs. Sou. Pac. Co. et al. 


December 11—Argument at Washington, D. C.: 
4694—-Adams Leather Co. et al. vs. Can, Pac. et al. 
1150—City of Spokane vs. Gt. Nor. Ry. Co. 
1151—City of Spokane vs. Nor. Pac. Ry. Co. 

Rd gy | of Spokane vs. Ore.-Wash. R 


- R. & Nav. Co. 
E. Calkins vs. Nor. Pac. Ry. Co. et al. 
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6360—Cudahy Packing Co. vs. C. R. L. & P. 

6206—Yegan Bros. vs. C. B. & Q. Ry. Co. et al. 

6893—Inland Seed Co. vs. Ore.-Wash. R. R. & Nav. Co. et al. 
6164—Swift & Co. vs. A. T. & S. F. et al. 

6253—American Type Founders’ Co. vs. Nor. Pac, et al. 
6314—Cohn Bros. vs. Nor. Pac. et al. 

6316—Langert Wine Co. vs. Nor. Pac. et al. 

6342—United Iron Works vs. Nor. Pac. Ry. Co. et al. 
6732—John W. Graham & Co, vs. Spokane Int. Ry. et al. 
6734—F. S. Harmon & Co. vs. Nor. Pac. et al. 

6774—Inland Empire Biscuit Co. vs. Gt. Nor. Ry. Co. et al. 
6255—Solomon- Wickersham Co. vs. Ariz. East. R. R. Co. et al. 


December 13—Charlotte, N. C.—Examiner Pitt (10:30 a. m.): 
Those portions of the following Fourth Section applications 
which ask for authority to continue class and commodity 
rates from Kenova, W. Va., Cincinnati, O., Louisville, Ky., 
and other Ohio River crossings and points north thereof 
via routes through Asheville, N. C., Spartanburg, S. C., or 
Atlanta, Ga., to Charlotte, Salisbury and Greensboro, N. C., 
Danville, Va., and other points in North Carolina and 
Virginia which are lower than the rates concurrently ap- 
plicable on like traffic from or to intermediate points. 
458—Nashville, Chattanooga & St, Louis Ry. 
1478—Carolina, Clinchfield & Ohio Ry. 
1479—Carolina, Clinchfield & Ohio Ry. 
703—Atlantic Coast Line R. R. Co. 
3965—Cincinnati, New Orleans & Texas Pacific Ry. Co. 
1952—Louisville & Nashville R. R. Co. 
1548—Southern Ry. Co. ; 
1561—Norfolk & Western Ry. Co. 
1573—Seaboard Air Line Ry. 


December 13—Philadelphia, Pa.—Examiner Bissell: 
a ea Portland Cement Co. vs. B. & O. S. W. R. R. 
0. eta 
one Labigh Portland Cement Co. vs. B. & O. S. W. R. R. 
0. et al. 


ere takin Portland Cement Co. vs. B. & O. S. W. R. R. Co. 
et al. 


December 13—Madison, Wis.—Examiner Dow: 
3—Madison Board of Commerce et al. vs. C. & N. W. Ry. 
Co. et al. 

December 13—Des Moines, Ia.—Examiner Waters: 
8145—Hawkeye Oil Co. vs. C. Gt. W. R. R. Co. et al. 
8328—Hawkeye Oil Co. vs. Mo. Pac. Ry. Co. et al. 
8156—Thos. D. Murphy Co. vs. C. B. & Q. R. R. Co. et al. 

December 13—Los Angeles, Cal.—Examiner Pugh: 
8188—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. 


December 13—Phoenix, Ariz.—Examiner Worthington: 

“ey Corporation Commission vs. A. T. & S. F. Ry. 

4 al. 
8144—Arizona Corporation Commission vs. Sou. Pac. Co. et al. 
December 13—Knoxville, Tenn.—Examiner Graham: 
7228—Knoxville Iron Co. vs. A. B. & A. R. R. Co. et al. 
wre Day Iron Works et al. vs. L. & N. R. 
al. 
8092—Knoxville Overall Co. vs. L. & N. R. R. Co. 
December 14—Washington, D. C.—Examiuer Gaddess: 

Fourth Section Application No. 10167—P. R. R., for itself and 
connections. Seeking authority for establishment of rate 
on bituminous and cannel coal, C. L., from points on the 
lines of the P. R. R. and its connections, as shown in Tariff 
AA I. C. C. No. 558 to points on the P. B. & W. R. R.; 
B. C. & A. Ry. Co.; M. D. & V. Ry. and the N Y. P. & N. 
R. R., which are lower than rates concurrently in effect to 
intemediate points. 

December 14—Des Moines, Ia.—Examiner Waters: 

8267—Purity Oats Co. vs. C. B. & Q. R. R. Co. et al. 

8268—Iowa Valve Co. vs. C. B. & Q. R. R. Co. et al. 

8278—Herrick Refrigerator and Cold Storage Co. vs. C. Gt. W. 
R. R. Co. et al. 

December 15—Argument at Washington, D. C.: 

|. & S. 692—Class rates from Michigan and Wisconsin points. 

8045—G. S. Baxter & Co. vs. Fla. Ala. & Gulf R. R. Co. et al, 

8046—G. S. Baxter & Co. vs. L. & N. R. R. Co. 

7026—Oklahoma Cotton Seed Crushers’ Assn. vs, M. K. & T. 
Ry. Co. et al. 

— Conon Cotton Seed Crushers’ Assn. vs. A. T. & S. F. 

q al. 
7779—Monessen Southwestern Ry. Co. vs. P. & L. E. R. R. Co. 


December 16—Moline, Ill—Examiner Waters: 
7913—Deere & Co. vs. C. M. & St. P. Ry. Co. 


December 16—Des Moines, Ia.—Examiner Dow: 
'. & S. 688—Class rates to Iowa points. 
8377—Board of R. R. Commissioners of the State of Iowa vs. 
A. T. & S. F. Ry. Co. et al. - 
8378—Board of R. R. Commissioners of the State of Iowa vs. 
A. T. & S. F. Ry. Co. et al. 
December 16—Argument at Washington, D. C.: 
8039—Eastern Shore of Virginia Produce Exchange vs. N. 
Y. P. & N. R. R. Co. et al. 


DIGEST OF NEW COMPLAINTS 


No. 8380, Sub. No. 1. T. C. Power & Bro., Ltd., et al., Fort 
Benton, Mont., and elsewhere in Montana, vs. Butte, Ana- 
conda & Pacific et al. 

Against rates of 85 cents on a minimum of 60,000 pounds 
asa 92 cents, with a minimum of 36,000 pounds, on sugar, 
from San Francisco and other California points, to Fort Ben- 
ton, Helena and Lewistown, Mont., as unjust and unre@son- 
able. Ask for the application of published rates not to ex- 
ceed 55 cents on a minimum of 60,000 pounds or 60 cents on 
a minimum of 36,000 pounds, and reparation to that basis. 

No. ~ aa Armour Grain Co., Chicago, vs. Michigan Central 
et al. - 


R. Co. 
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Against a rate of 10% cents on 128 carloads of corn, un- 
loaded into export elevator at Buffalo and reshipped to New 
York for export on a combination of locals on Buffalo, as 
excessive, unjust, unreasonable, discriminatory and in viola- 
tion of sections 1 and 3 of the act. Also against rules and 
regulations setting a time limit on export grain as unjust, 
unreasonable and unduly discriminatory. Asks for hearing 
and reparation amounting to $8,002.75. 
ae L. Curry Grocery Co., Harrodsburg, Ky., vs. South- 

ern et al. 

Against an increase of 20 cents in L. C. L. rate on sugar 
from New Orleans as unjustly discriminatory against Har- 
rodsburg compared with an increase of 14 cents to Lexington 
and 13 cents to Louisville. Also against a 5 cent advance on 
sugar, C. L., without any advance to Lexington or Louisville. 
Asks for reasonable adjustment, 

No. 8464. The Philadelphia Screen Mfg. Co., Philadelphia, vs. 

P. R. R. et al. 

Against a rate of 24 cents on window screens and screen 
doors, C. L., from Gray’s Ferry Station, Philadelphia, to Rich- 
mond, Va., as unjust and unreasonable. Asks for a rate not 
to exceed 17.8 and reparation. 

te. -_, a No. 1. The Philadelphia Screen Mfg. Co. vs. B. 
. et al. 

Same as preceding, with reference to shipments from Fifty- 
eighth Street, Philadelphia. 

No. 8465. Healy & Towle, Wausau, vs. C. & -N. W. et al. 

Unjust and unreasonable rates on carloads of horses from 
South Omaha and from Sioux City to Wausau. Ask for 
cease and desist order and ‘Teparation. EE 

No. 8466. The B. P. Hill Grain Co., Freeport, IIL, vs. Illinois 

Central et al. 

Unjust and unreasonable rates on white corn from Eldena, 
Ill., to Milwaukee. Asks for cease and desist order and 
reparation. 

No. 8467. City of Springfield, Tenn., and .Charles E. Bell, 

Mayor thereof et al. vs. L. & N. et al. 

Unjust and unreasonable class and commodity rates from 
New York, Boston, Chicago, St. Louis, Evansville, Cincinnati, 
Pacific coast points and Louisville to Springfield, and unjustly. 
discriminatory as compared with rates to Nashville from the 
same points. Ask for just, reasonable and non-discriminatory 
rates. 

No. 8468. McLaughlin-Gormley-King Co., Minneapolis, Minn., 
vs. Atlantic Coast Line R. R. Co. et al. 

Excessive, unjust and unreasonable rates, C. L. and L. C. L., 
on wormseed under Official Classification and Western Classi- 
fication to Minneapolis. Ask for the establishment of rates 
not to exceed fifth class, C. L., and third class, L. C. L., and 
especially as to shipments from Wilmington, N. C., to Min- 
neapolis. 

No. 8469. Kansas Car-Lot Egg Shippers’ Assn., Topeka, Kan., 

vs. Baltimore & Ohio R. R. Co. et al. . 

Against classification, rates, rules and charges on butter, 
eggs and poultry from Chicago, Alton, East Burlington, East 
Clinton, East Dubuque, East Hannibal, East St. Louis, 
Keithsburg, Quincy and Savanna, Ill., to points in Official 
Classification territory east of the Indiana-Illinois state line 
when originating in the state of Kansas, as excessive, unjust, 
unreasonable, discriminatory and prejudicial, especially by 
reason of a failure to provide carload ratings. Ask for the 
establishment of just and reasonable C. L. with a 
minimum of 20,000 pounds. 

No. 8470. The Seldomridge Grain Co., Colorado Springs, Colo., 
vs. Atchison, Topeka & Santa Fe. 

Against charges on sacked corn from Colorado Springs via 
Trinidad, Colo., to Raton, N. M., as unreasonable and unjust. 
Reparation asked for. 

No. 8471. The Thomson-Diggs Co. et al., Sacramento, Cal., vs. 

Atchison, Topeka & Santa Fe et al. 7 

Unjust and unreasonable rates on animal muzzles and calf 
weaners from Ohio, Illinois and Indiana points to Sacramento. 
Ask for cease and desist order, the establishment of maxima 
rates and reparation. , 

No. 8472. Big Muddy Coal and Iron Co., St. Louis, Mo., vs. Illi- 
nois.Central R. R. Co. et al. 

Alleges that the differential of 25 cents on soft coal from 
mines on the Illinois Centra] in Illinois under coal from mines 
in Group 4 is unreasonable and unjustly Mscriminatory in 
comparison with the differential of only 15 cents applicable 
to points on the M. K. & T. with which St. Charles competes. 
Ask for a cease and desist order and rates not in excess of 
its competitors. 

No. 8473. Duluth (Minn.) Log Co. vs. M. St. P. & S. S. M. 

Ry. Co. 

"ipainst a rate of 12 cents on shipment of poles from Duluth 
to Brooten, Minn., as unjust and_unreasonable, in so far as 
it exceeds a rate of 8.6 cents. Cease and desist order and 
reparation asked for. 7 

No. 8474. Gas and Electric Appliance Co., San Francisco, Cal., 
vs. Atchison, Topeka & Santa Fe et al. 

Unjust and unreasonable classification of radiators with gas 
heater attachments moving between Newcomerstown, Ohio, 
and San Francisco, making applicable a rate of $1.50 while 2 
rate of $1 is maintained and applied to radiators shipped 
without the gas attachments between the same points. Ask 
for cease and desist order and reparation. 

No. 8475. Worden-Allen Co., Milwaukee, Wis., vs. Chicaso, 

Milwaukee & St. Paul Ry. Co. et al. 

Unjust, unreasonable and discriminatory rates and charges 
on shipments of fabricated bridge iron from Milwaukee, Wis., 
to Laurel, Miss. Ask for the application of the bridge iron 
rate and reparation. 

No. 8476. Washburn-Crosby Co., Minneapolis, vs. C. R. I. & P. 

Excessive, unjust and unreasonable rates on flour, mid- 
dlings, bran, mixed feed, meal and other grain products 
from Minneapolis to points in Iowa and Illinois by, reason 
of the absence of through rates. Asks for joint rates and 


tion. 
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Against a rate of 15 cents on flour, middlings and bran, 
manufactured from grain originating beyond Minneapolis, 
to Geneseo, Ill., as unjust, unreasonable and excéssive. 
Asks for a rate ‘of 10 cents and reparation. 

Ne. tia ,, No. 2. Same, for the Crocker Milling Co., vs. 


Unjust and unreasonable rates on flour, middlings and 
bran from Minneapolis to Cedar Falls and Sibley, Ia., and 
Lafayette, Ill Asks for just and reasonable rates and 
reparation. 

ne, aS _* =. No. 3. Prudential Milling Co., Minneapolis, vs. 


ales a _ eer with respect to shipments to North- 
wood, Ia., and Lafayette, Ill. Same prayer. 
as 8476, Sub. No. 4. Hennepin Mill Co., Minneapolis, vs. 
5 & P. 


Against a rate of 12.5 cents on flour, C. L., from Min- 
neapolis to La Porte, Ia., as unjust and "unreasonable. Asks 
for a rate not exceeding. 10 cents and reparation. 

No. 8477. Board of Railroad Commissioners of Iowa vs. Ann 
Arbor et al. 

Against the present class rates between C. F. A. terri- 
tory and the upper Mississippi River cities; Dubuque to 
Keokuk inclusive, as unjust and unreasonable by reason of 
the arrangement of arbitraries. Ask for just, reasonable, 
non-discriminatory rates and that the rates on all classes 
to and from upper Mississippi crossings, Dubuque and 
Keokuk inclusive, from and to all points in C. F. A. shall 

not be in excess of those charged to and from the lower 
crossings, Quincy to St. Louis inclusive, except where the 
average distance is longer. 


MINOR UNREPORTED OPINIONS 


Copies of Unreported Opinions may be obtained from the 
peo ~. — office of The Traffic Service Bureau at a nominal 
price. 


No. 2235, Case No. 7403. Fort Worth Elevators Co. vs. Santa 
Fe et al. Rules applicable to reconsignment of alfalfa hay at 
Fort Worth, Tex., found to have resulted in unjust discrimi- 
nation. Rates on alfalfa hay from various stations in Colorado 
to Fort Worth, Tex., thence reconsigned to Texas points, un- 
reasonable and reparation awarded. 

‘No. 2238, Case No. 7765. C. F. Arnold & Co. vs. K. C. Sou. 
et al. Rates on hay, C. L., from Stotesbury, Mo., to Heber 
Springs and Higden, Ark., unreasonable and reparation awarded. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


November 30, in I. and S. No. 750, the Commission sus- 
pended from December 1 until March 30, items in the follow- 
ing tariffs: 

Baltimore & Ohio Sup. 5 to B. & O. R. Cc. SC. No. 11679; 
Central R. R. Co. of New Jersey I. C. a “No. $8706; 
Erie R. R. Co. (Lines Buffalo, Salamanca, N. Y., and East) 

Sup. 5 to I. C. C. No. 10074: 

Lehigh Valley I. C. C. No. C3845; 
New York Central (Line Buffalo, N. Y., ae Pa., and 

East) Sup. 1 to N. Y. C. R. RL “ Cc. No. 4103; 

West Shore Sup. 1 to West Shore R. R. C. C. No. 1412; 

The suspended items withdraw a a permitting stopping- 
in-transit of cars containing farm wagons. The rule now allows 
such cars to be stopped in transit partially to unload at a 
charge of $5 for each such stop, which is in addition to the 
regular freight from point of origin to final destination. 

November 30, in I. and S. No. 751, the Commission sus- 
pended from December 1 until March 30, items appearing in 
Supplement No. 43 to Chicago & Northwestern I. C. C. No. 7423. 
The suspended items name new through rates on grain from 
points on the Chicago & Northwestern via Peoria to eastern 
trunk line territory, many of which are in excess of intermedi- 
ates. The present combinations and the proposed through rates 
in cents per 100 pounds on corn from a few points of origin to 


New York, N. Y., are: 
Present Proposed 


From— combination. through. 
SE, Bors csi acon cpiinedesncdsasadens eee 23.3 23.8 
TOE, Ds Bi ccc cicescageccuedinecustcacase’ 22.8 F 23.8 
Sf eee eee re en asin auton Sci 22.7 23.8 
Phage Re SS IE. ain eae SEP SS GRE, es Gee i FE 22.4 23.8 
Ta he ob8 ie 06a br 66Es nee cwhe thkceus «a Gbes 22.2 23.8 
pe RRR Se ee ee ee 21.3 23.8 


November 30, in I. and S. No. 752, the Commission sus- 
pended from December 1 until March 30, Supplement No. 20 
to Airy’s Express I. C. C. No. A4. The suspended supplement 
discontinues express delivery service at Dennis and Yarmouth, 
Mass. 

November 30, in I. and S. No. 753, the Commission sus- 
pended from December 1 until March 30, schedules in Wash- 
burn’s I. C. C. No. 158. The suspended schedules increase rates 
on grain and grain products, C. L. and L. C. L., from New 
Orleans to destinations in North and South Carolina. The pres- 
ent and proposed rates, in cents per 100 pounds, from New Or- 
leans to a few destinations affected are as follows: 


GRAIN, ANIMAL AND POULTRY FEED. 


Present. “ Proposed. 

Any 

To— CC Ba te . a quantity. 
Wie: Gees, 30. CO. cece cccconsvusss 29 35 
J NB . eee ee rere 27 3 35 
Wilmington, nC. 18 19 24 
Littleton, ae ee 26 26 37 
Madison, N. C. ...... 23.5 24 35 
.  — . Rayer 22 22 35 
Bishopville, N. C. 32 32 37 
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HELP FOR TRAFFIC MAN 


This department is conducted by a traffic man of 





long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
‘to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. No answers 
will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, Ill. 





Mixed Carloads. 

Q.—“A” interchanges with “B” a car containing baled 
hay and corn in bulk, the billing being based on actual 
weight (of hay and corn) at the hay rate of fifth class. 
What is the proper class and minimum to apply in view 
of the fact that corn in bulk, in less than carload quan- 
tities, is not provided for in the Official Classification? 

A.—Unless a provision is carried in tariff, applicable 
to the shipment, which permits the mixing of shipments 
of baled hay and corn in bulk, the car was incorrectly 
billed. 

Under rule 8-A of the Official Classification, the 
agent at point of origin should not have permitted the 
loading of the less-than-carload shipment of bulk corn, 
but, inasmuch as it was loaded and transported with the 
baled hay, charges should be assessed as follows: 

Bulk corn at carload rate and carload minimum 
weight; baled hay at less-than-carload rate at actual 
weight. 

Rule 10 of the Official Classification does not permit 
the mixture of different articles at carload rate unless 
the articles are accorded both a carload and less-than- 
carload rating in the classification. 


Legal Rate. 


Q.—I notice your reply to our request, under caption 
“Legal Rate” in your issue of November 13. Will you 
kindly advise what constitutes a legally published rate, 
and if an agency tariff published by agents, under proper 
concurrence from the various lines, filed with the Inter- 
state Commerce Commission and accepted, is not a legally 
published tariff? 

A.—A legally published rate is one established in 
accordance with section 6 of the Act to regulate com- 
merce and the rules of the Interstate Commerce Com- 
mission as embodied in I. C. C. Tariff Circular 18-A. 

An agency publication issued under proper authority 
from the principal or principals of the agent and which 
conforms to the law and the rules of the I. C. C. is a 
legal tariff. 

The acceptance of a tariff by the Commission sig- 
nifies nothing in so far as the legality of the rates con- 
tained therein are concerned. A tariff might contain 
any number of rates not properly published and therefore 
not legally established, and be accepted by the Commis- 
sion. However, the Commission would require that the 
issue be immediately supplemented or reissued, as the 
case might demand, in order that the items not properly 
published be established in manner and form as prescribed 
by it. 
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Except for lack of statutory notice, we have not heard 
recently of the Commission declining to accept and pass 
to its files tariffs sent to it. 

Article Requiring More than One Car. 

Q.—What is the proper minimum weight to assess 
on a shipment of one hollow wooden boat mast, 120 feet 
in length and loaded on three cars, 50, 40 and 60 feet 
in length, The mast rests on the 40-foot car, overhang- 
ing the 50-foot and 60-foot cars. Shipment from South 
Chicago, Ill., to Bufftlo, N. Y. 

A.—Charges should be assessed on a basis of 48,000 
pounds at second class rate. Rule 7-E of the Official 
Classification provides that where an article, on account 
of length, requires more than one car to transport it, the 
article will be considered as a carload shipment. 

Rule 7-a provides that the first car in a series shall 
be the longest one used, but as the aggregate weight to 
be assessed on this shipment under rule 7-a is not up 
to the minimum, the minimum or 48,000 pounds for a 
three series loading must be used. 


STANDARD SHIPBUILDING 


Editor The Traffic World: 

No economic question affecting the industrial and 
commercial life of the country has received more 
earnest attention than the rehabilitation of the mercan- 
tile marine. The solution of this question has been 
forced upon the country by the great conflict, which 
changes the transportation situation with confusing 
rapidity, so that what is what to-day is something else 
to-morrow. We cannot tell what moment this or that 
government will commandeer its ships and leave us in 
the lurch. The uncertainty of service is perhaps more 
trying than the high rates, but both of them together 
make a situation wellnigh intolerable. 

The question is being studied from every angle, 
and we are face to face with a great opportunity for 
constructive work, which shall endure when based upon 
a solid foundation; and out of this consideration and 
discussion will come legislation inspired by broad-gauge 
patriotic purpose. Other great problems have been 
solved in the common sense cf the American people, 
and this one is full of bright promise. 

And while all this may be interesting and valu- 
able from an academic standpoint, to see confidence in 
the future translated into action is inspiring. There 
comes the news of the organization of the Standard 
Shipbuilding Co. of New York, with capital paid in, an 
organization and plant ready to do business and to 
supply the commerce of the country with its great need 
—facilities. 

This company, profiting by the experience of wother 
manufacturing concerns who turn out a standard product, 
such as automobiles, typewriters, etc., will build a stand- 
ard ship of 6,000 tons. Ships of moderate speed, eco- 
nomical operation and convenient size. Such a vessel 
will meet practically every requirement and will fit the 
present terminals and draught of water in every port in 
the world. 

The plans and specifications for one ship will fit 
any number, the efficiency of the organization and work- 
ing force will be developed, and when it reaches its 
peak will turn out a ship every fifteen days. 

By building a standard type of ship there will be 
effected a saving in construction cost of approximately 
25 per cent and a saving in construction time of 50 per 
cent. When it is taken into consideration that a ship 
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of this type is worth under normal conditions from $600 
to $1,000 per day, the advantages of this system become 
immediately apparent. 

There is a universal market all over the world for 
this class of ships, they can be made useful in any 
trade, and with material and labor of the cheapest and 
best, with an unlimited market, there is every reason 
to hope for brilliant results. 

And so we have here an example of confidence 
translated into action, and, above all, an inspiration to 
the hope that the commerce of our country will be 
relieved of the humiliating and blighting shackles placed 
upon it by traffic policies whose only purpose is to get 
all the traffic will bear. ; 

J. D. Hashagen. 

Boston, Mass., Nov. 23, 1915. 


SUPREME COURT DECISION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The United States Supreme Court, in an opinion 
written by Justice Day, has affirmed the decision of the 
Circuit Court of Appeals, which held that the assessment 
by South Dakota for taxation of the property of the 
American Express Co. and Wells Fargo & Co. is in vio- 
lation of the constitution of that state and, therefore, in 
violation of the fourteenth amendment to the federal 
constitution. The federal District Court enjoined the col- 
lection of the taxes based on the assessment, due and 
payable in 1910. 

The South Dakota constitution required (there has 
been a new one since this litigation was begun) that the 
valuation of property and assessment of taxes should 
be made in a uniform manner. The courts hold that 
that was not done with respect to the property of the 
express companies. On the contrary, it appears the as- 
sessors took into account the gross income of the com- 
panies in the state and then fixed a valuation on the 
assumption that property to bring such a gross income 
must be worth at least so much. 


Apparently the conclusion as to what was the gross 
income was arrived at by assuming that the express 
companies pay between forty-five and fifty per cent of what 
they take in for the express privileges and that the 
remainder must be the gross income. No other property 
was assessed in that way. 

Justice Day pointed out that there is no authority 
for considering gross income. He quoted the allegation 
of the complaining companies that the manner of making 
the assessment amounted to a fraud upon the express 
companies, because no other property was appraised in 
that way. In 1909 the collection of the taxes was en- 
joined, and the state did not take an appeal. Such “con- 
tinuing violation of constitutional rights,’ the court held, 
is ground for equitable relief such as was given by the 
District Court. 


CHANGES IN DOCKET. 

The hearing set for December 4, at Hartford, Conn., 
before Examiner Bissell, in Docket 8284, The Dexter L. 
Bishop Co. vs. The New York, New Haven & Hartford 
Railroad Co., was canceled. 

The hearing set for December 1, at Kansas City, before 
Examiner Waters, in Docket No. 8190, Tarkio Champion 
Feed Co. vs. Missouri Pacific Ry. Co. et al., was cancelled. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and 
Other Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
Wor.p Will Be Pleased to Answer Inquiries Concerning Any De- 
vice or Method Mentioned in This Department 


PACKING GOODS FOR VALPARAISO 


(Consul-General L. J. Keena, Valparaiso, Chile, September 24.) 

The present widening of miscellaneous exports from 
the United States to Chile has given rise to repeated 
complaints in regard to American packing. 

It should be -remembered, in packing goods for ship- 
ment to Valparaiso, that all merchandise has to be un- 
loaded here in slings from ship to lighter in practically 
an open roadstead and again hoisted in a sling from the 
lighter to the wharf, and that the water is rougher at the 








wharf, to the extent of the backwash, than the more open 
water at the ship anchorage. Packing for Valparaiso, 
therefore, cannot be done on the basis of what would be 
considered satisfactory strength for shipments to Rio de 
Janeiro or Buenos Aires, where ships are unloaded in still 
water and ordinarily discharge directly onto the docks. 

If merchandise coming from the United States to Val- 
paraiso without transhipment is subject to severe han- 
dling because of the methods of unloading at this port, 
merchandise transhipped at Panama undergoes almost 
twice the risk of breakage. There further seems to be so 
steady a percentage of loss of merchandise out of cases 
which are transhipped at Panama and arrive here in a 
broken condition that it would appear that a part of the 
rough handling en route is intentional. 

At present it is customary for local importers of gen- 
eral merchandise to insure against theft as well as against 
breakage on merchandise from the United States, because 
improper packing allows the ends to be unstrapped, lifted 
and set back without particularly defacing the case. The 
illustration shows an English packing case which is stated 
by a local importer to be so well constructed and sé well 
covered that it requires no insurance against theft. 

It will be noticed from the illustration that the end 
blocking and the end battens entirely cover the joinings 
of the side with the top and bottom of the case and give 
the case great rigidity. This type of case is used for 
general merchandise, shoes, shirts, collars, haberdashery, 
ete, 

The case is zinc lined. It is 3 feet 4 inches long by 





2 feet 4 inches in height and width. The ends are 14-inch 
boards, the sides 1-inch, and the battens are made of strips 
% by 3% inches. It is strongly iron-hooped right around 
the battens, and well nailed. For a case of this type the 
importer pays an extra charge of 25 to 30 shillings ($6 to 
$7.25) to the British exporter. 


PROPER PACKING AND MARKING 


“Freight properly packed and correctly marked is 
already half way to destination,’ declares Superintend- 
ent of Agencies W. H. Gatchell of the Southern Railway 
in a plea to shippers to give greater attention to the 
preparation of goods for shipment. 

“Did it ever occur to you,” says Mr. Gatchell, “to 
take a look every now and then through your shipping de- 
partment to see how your people are boxing, crating, 
barreling, sacking or baling your goods for transportation; 
to satisfy yourself that they are giving the protection to 
the property you are shipping out to your customers, and 
to see that your shipments are properly marked, with old 
marks erased and the bills of lading carefully and legibly 
made? If not, try it—you will find it interesting. 

“Many shippers have thanked us for bringing to their 
attention instances of bad packing, use of inferior con- 
tainers, illegible marking, and poorly written bills of lad- 
ing, of which they were not cognizant. 

“You appreciate, we are sure, what all of this means 
to you and to the carrier in making a safe and accurate 
delivery of your property to the consignee. Your co- 
operation is necessary. We need your assistance. We 
want to help you. Won’t you help us?” 


MICHIGAN CENTRAL CLAIM PRE- 
VENTION 


The Michigan Central is pleased with. the results of 
its claim prevention crusade inaugurated by its freight 
claim agent, L. J. Brinkman, and its general superintend- 
ent, S. W. Brown, in an effort to create greater efficiency 
and improve the service. 





The campaign was inaugurated as of June 1, when 
an O. S. & D. Bureau was established and a district freight 
claim agency was opened for the prompt adjustment of 
valid claims in strict accordance with liability as well as 
to improve the service by creating efficiency through the 
elimination of loss and damage claims. The net reduction 
in loss and damage payments up to the first of November 
was $145,000 in round figures, the slogan as indicated on 
placards distributed June 1 suggesting a saving of $100,- 
000 for the fiscal year ending June 1, 1916, having been 
more than followed with two months yet to be heard from 
in the current year. The total loss and damage payments 
on this line for 1914 was 647,000. 


While the plan of operation is in a measure similar 
to that in vogue on other lines, new schemes and ideas 
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have been advanced which enable each division chairman 
or superintendent to keep in close touch with loss and 
damage as far as his respective division is concerned 
through the medium of divisional committees, which in 
turn report to one central committee presided over by. the 
freight claim agent and the general superintendent. The 
various divisional or sub-committees give considerable at- 
tention to O. S. & D. work, rough handling, improper stow- 
ing, marking, etc., showing preference for special com- 
modities such as fruits, vegetables, eggs, flour and other 
articles of that nature more susceptible to damage. Any- 
thing which in anywise concerns loss or damage is brought 
up at these meetings for the good of the service, talked 
over and the necessary corrective measures applied. It is 
the intention to have these divisional committees report 
to a central committee composed of the various officials 
having anything to do with the transportation or billing 
of freight in order that such subjects as the sub-com- 
mittees may not be able to dispose of can be gone over 
and adjusted without delay. P 

This is the plan of operation in a nutshell. Each and 
every employe in the service practically considers him- 
self a committee of one specifically assigned to claim pre- 
vention duties. 


APPEAL IN READING CASE 


(Federal Trade Reporter) 

Attorney-General Gregory’s appeal petition in the anti- 
trust suit against the Reading Co. et al., the object of 
which is to break up the combination of the railroad 
and coal companies constituing what is popularly known 
as the Reading, whereby he is taking that litigation to 
the U. S. Supreme Court, is a general issue with the 
lower court. He is dissatisfied with everything it did, 
except its finding that the combining of the Philadelphia 
& Reading Coal Co. with the Lehigh & Wilkes-Barre Coal 
Co. constitutes a°violation of the anti-trust law. 


While he is satisfied with that finding, he is grievously 
dissatisfied with the way in which the lower court in 
its decree undertakes to bring the combination within 
the terms of the law. The decree requires the Central 
Railroad of New Jersey to get rid of its interest in the 
Lehigh & Wilkes-Barre Coal Co., which it controls be- 
cause it owns the Lehigh & Wilkes-Barre Coal & Naviga- 
tion Co., which also controls the Lehigh & Susquehanna 
Railroad Co. 


Mr. Gregory thinks the lower court should have or- 
dered the divorce of the Reading and the Central of 
New Jersey, which would have the effect of depriving 
the Reading of its entrance to the New York lighterage 
district, and the Central of New Jersey of its assured 
entry into the coal fields. The court thought the require- 
ments of the law would be met by forcing the Central 
of New Jersey to divorce its coal company, so there 
would be restored the possibility of price-cutting compe- 
tition between it and the Philadelphia & Reading Coal 
and Tron Co. He also thinks the Reading should have 
been required to get rid of other subsidiary railway lines, 
not because they are actual, but potential, competing lines 
of transportation. 

The errors the attorney-general thinks the lower court 
committed lie in its failing, as follows: 

1. To sustain the original position in its entirety, 
and in dismissing the same as to any charge in it, or as 
to any defendent. 

2. To find and adjudge that the Reading company 
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in and of*itself constitutes a conibination in restraint of 
interstate and foreign commerce. 

3. To find and adjudge that the old Philadelphia & 
Reading Co. and its successors, the Reading Co. and P. 
& R. Railway Co., through the instrumentality of the 
P. & R. Iron & Coal Co., have monopolized and restrained, 
and that the Reading Co. and P. & R. Railway Co. are 
monopolizing and restraining, in violation of the anti-trust 
act, the business of producing, purchasing, transporting 
and selling anthracite coal from lands tributary to the 
lines of the P. & R. Railway Co. 

4. To find and adjudge that the monopolization and 
restraint have been accomplished and are maintained by 
other than normal methods of business development and 
especially by rebates, discriminations and the charging 
of excessive freight rates in violation of the Act to regu- 
late commerce, and in refusing to consider in that regard 
transactions prior to the passage of the anti-trust act. 

5. To find that the purchases of the output of other 
producers by the P. & R. Iron & Coal Co. are in violation 
of the anti-trust act because in furtherance of said 
monopolization. 

6. To find that the Reading Co. having long mo- 
nopolized the production, purchase, transportation and 
sale of anthracite coal from lands along the lines of the 
P. & R. Co., broadened and extended its control over 
the production, purchase, transportation and sale of 


anthracite coal in violation of the anti-trust act by ac- 
quiring in January, 1901, a controlling interest in the 
capital stock of the Central Railroad of New Jersey. 

7. To find that the acquisition of the Central of New 
Jersey constitutes a combination in restraint of trade, and 
in holding that said railroads are not competitors in the 


transportation of hard coal, and in holding that to prove 
such competition it is necessary to show that said railroads 
reach and serve the same mines; and in refusing to hold 
that said railroads might reach and serve the same mines. 

8. To dissolve the union of the P. & R. Iron & Coal 
Co. and the Lehigh & Wilkes-Barre Coal Co., found in the 
fourth section of the decree to be in violation of the anti- 
trust act, by requiring the Reading Co, to dispose of its 
controlling interest in the capital stock of the Central Rail- 
road of New Jersey, the acquisition of which brought about 
the unlawful combination, instead of by requiring the Cen- 
tral of New Jersey to dispose of its interest in the Lehigh 
& Wilkes-Barre Coal Co. 

9. To find and adjudge that the union of the P. & R. 
and the Schuylkill Navigation Co., two potentially com- 
petitive lines of transportation for anthracite coal, consti- 
tutes a violation of the anti-trust act. 

10. To adjudge and find that the union of the P. & R. 
and the Wilmington & Northern, two potentially com- 
petitive railroad lines for anthracite coal, constitutes a 
violation of the act. 

11. To find that the agreement dated Feb. 1, 1892, be- 
tween the Lehigh & Wilkes-Barre Coal & Navigation Co., 
the Central of New Jersey and the Lehigh & Wilkes-Barre 
Coal Co., constitutes a violation of the act, and in not order- 
ing its cancellation; in failing to find that the agreements 
between the Central of New Jersey and the Lehigh Coal 
& Navigation Co, for the lease to the former of the Lehigh 
& Susquehanna Railroad, embodied in the three writings 
mentioned in the petition, dated March 31, 1871, May 29, 
1883, and June 28, 1887, restrain trade and in ordering such 
agreements to be canceled and their further execution en- 
joined, unless the parties shall consent to their modifica- 
tion (1) by making the rental a fixed sum instead of a pro- 
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portion of the receipts from the operations of the leased 
railroad; (2) by striking out the covenants requiring the 
navigation company to ship the greater or any portion of 
its output over the leased railroads operated by the lessee; 
and (3) by striking out the provision that the rates be- 
tween points common to the canal operated by the lessor 
and the railroad operated by the lessee shall be arranged 
by mutual consent. 

12. To find and adjudge that the ownership of a con- 
trolling interest in the capital stock of the Lehigh & Hud- 
son River Railway Co. and the Lehigh & New England by 
the Lehigh Coal & Navigation Co. and the Central of New 
Jersey while themselves joined in a community of inter- 
est, constitutes a violation of the anti-trust act. 

13. To find and adjudge that the commodities clause 
of the Act to regulate commerce was violated by the P. 
& R., the Central of New Jersey, the Lehigh & Susque- 
hanna and the Lehigh & New England when they trans- 
ported coal mined by the before-mentioned coal companies. 

14. In failing and refusing to grant appropriate re- 
lief as to each and all of the before-enumerated violations 
of the anti-trust act or the commodities clause. 





EXPRESS FIGURES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

July, the first month of the current fiscal year, was 
a fine one for the nine principal express companies 
of the country. Their volume of business increased 
somewhat, but their operating income was multiplied by 
more than three. For July, 1914, it was only $194,540, 
but for the July of this year it ran up to $697,124. The 
Globe Express Co., which discontinued operations on 
April 30, the Great Northern and the Southern are the 
only ones whose operating income was not larger than 
in July, 1914. These figures are taken from a summary 
promulgated by the Interstate Commerce Commission on 
November 29. 

The receipts for the nine companies rose from 
$12,559,700 to $13,050,032. The total operating revenues, 
arrived at by deducting the amount paid for the express 
privilege and certain other charges, rose from $6,591,778 
to $6,799,769. The operating expenses fell from $6,276,- 
401 to $5,986,072. The net operating revenue rose from 
$315,377 to $813,697 and the operating income rose from 
$194,540 to $697,124, as before mentioned. 

The operating revenue of the Adams rose from 
$1,562,731 to $1,614,381, while the operating expenses fell 
from $1,542,298 to $1,449,592. The operating income rose 
from $3,046 to $114,907. 

The American Express Co. had an increase in the 
operating revenue from $2,234,640 to $2,371,301, while 
ithe operating expenses fell from $2,257,124 to $2,081,972. 
The operating income rose from a deficit of $58,126 to 
$253,268, or a difference of $311,394 between July, 1914, 
and July, 1915. 

The operating revenue of the Canadian Express Co. 
fell from $160,733 to $155,716, while the operating ex- 
penses fell from $142,751 to $136,820, causing the oper- 
ating revenue to rise from $13,982 to $14,695. 

The Globe Express Co., which went out of business 
on April 30, fell from an operating revenue of $7,188 to 
: deficit of $1,596. 

The Great Northern, one of the three companies 
which did not improve their condition during the good 
month, had an operating income which fell from $140,- 
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343 to $129,033. The operating expenses declined only 
from $92,750 to $91,221, resulting in a fall in the oper- 
ating income from $43,412 to $33,509. 

The operating revenue of the Northern Express Co. 
rose from $157,029 to $157,631, while the operating ex- 
penses fell from $100,545 to $94,299, causing the operat- 
ing income to rise from $51,475 to $58,299. 

The Southern Express Co. suffered a reduction in 
its operating revenue from $598,807 to $537,976. Its 
operating expenses declined from $535,715 to $498,609. 
The operating income fell from $48,304 to $25,503. 

Wells, Fargo & Co. had an increase in their operat- 
ing revenue from $1,646,220 to $1,763,801. Their operat- 
ing expenses rose from $1,519,366 to $1,576,265. The 
operating income rose from $89,065 to $151,943. 

The Western Express Co. had an increase in its 
operating revenue from $53,087 to $69,501 and a slight 
increase in expenses from $55,751 to $55,968. That 
caused an increase from a deficit of $3,809 to an income 
of $12,594. - 


FRUIT AUCTION ARGUMENT 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were made Nov. 29, in the complaint of 
Andrews Brothers & Co. et al. vs. Pennsylvania R. R. Co. 
et al., which is an unusual proceeding. The complainants 
charge that the railroad company unjustly discriminates 
against them because it gives the Union Fruit Auction 
Co. the exclusive right, on certain days, to hold fruit auc- 
tions on its property in the Produce Yards at Pittsburgh, 
The auction company’s stockholders are fruit dealers who 
compete with the complainants, who are also fruit dealers. 

There was no dispute about the stockholders of the 
Union company being competitors of the complainants, 
nor any dispute about the monopolistic character of the 
arrangement between it and the railroad company. H. W. 
Bikle, for the railroad company, said that until the com- 
plaint was filed the railroad company had no idea that 
there was any thought that the auction company dealt un- 
fairly with any of the customers of the railroad. He said 
that no complaint had ever been made to it, the only thing 
in the nature of a complaint being two requests from 
fruit dealers for the privilege of conducting auctions. He 
said they had been refused because the railroad company 
is convinced that there can be no more than one agent 
for performing that part of the business the railroad com- 
pany has built up. 

Mr. Bikle said the auction company came upon the 
railroad company’s property at the solicitation of the car- 
rier because it desired to build up the Produce Yards and 
take business from the Baltimore & Ohio by attracting buy- 
ers of fruit to the Pennsylvania yards. The move has 
been a success and the Pennsylvania is anxious to retain 
the arrangement. 

Before Mr. Bikle talked, James G. Marks, for the com- 
plainants, said that all they desire is equality of treatment 
in the business; they want either the privilege of conduct- 
ing sales or of having them conducted by men who have 
not even a stockholding interest in rival fruit companies. 
Mr. Bikle said he was glad to hear that, because the prayer 
of the complaints, he said, is not so broad as that, being 
merely for the privilege of conducting auctions, 

Each of the five commissioners who listened to the 
arguments asked questions, which, if indicative, mean that 
the Commission will require the Pennsylvania either to 
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publish the’ rules under which the auctions are conducted, 
and see to it that they are reasonable and are adhered to, 
or to allow an equal division of equally desirable time for 
auctions between the contending parties. 

R. T. M. McCready, representing the Auction company, 
said there is not the least objection to the publication of 
the rules. He admitted that there are different rates of 
commission exacted for different kinds of business, but he 
claimed that the rates are uniform under similar cir- 
cumstances and conditions. For instance, he said, if a 
man gives all his business to the auction company he is 
charged a commission of 21% per cent, while the man who 
comes only once in a while is charged three, four and in 
some instances five per cent. What witnesses for the com- 
plainants had called refusals by the auction company to 
sell for complainants, Mr. McCready said, was advice by 
the auctioneer, intended to keep fruit off the market when 
offerings in sight were large. He said that one bit of 
advice—or refusal, as the complainants said—was as to a 
carload of cherries. The auctioneer advised against a 
sale on a given day, because, as he said, the offerings for 
that day, mentioned in advance, were large. The com- 
plainant, he thought, was unreasonable in calling atten- 
tion to the fact that the offerings on that day turned out 
to be small. 

Answering a question, Mr. McCready said the possi- 
bility of organizing the business on the basis of member- 
ship, as in the case of stock exchanges, instead of on a 
stock basis, had not been suggested or considered. 


RATES ON OYSTERS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Examiner Gibson on November 29 took testimony in 
the case of the Producers Sales Co. vs. New York, New 
Haven & Hartford R. R. Co. et al. The allegation in 
the complaint was that the rates on oysters, in cans or 
in buckets, both carload and less than carload, from St. 
Louis to Ft. Worth and Dallas, Tex., the oysters being 
shipped from South Norwalk, Conn., are unreasonable 
and discriminatory in favor of Kansas City, and in favor 
also of oysters shipped into Texas and Oklahoma from 
the gulf points. It was also alleged that the minimum 
weights prescribed by the southwestern lines of 24,000 
pounds is unreasonable. 


In this case the defendants found it impossible to 
be present, and had asked and received permission from 
the Commission to present their testimony at a later 
date, so that the testimony of the complainant’s witness, 
C. Olcott of Fort Worth, Tex., was the only testimony 
introduced. From this it appears that oysters coming 
into St. Louis from South Norwalk, Conn., are trans- 
ported under a 15,000-pound minimum, that at St. Louis 
the cars are simply transferred to the rails of the south- 
western carrier, and that on the 15,000-pound cars less- 
than-carload rates are charged from St. Louis to Fort 
Worth, the minimum in the Southwest being 24,000 
pounds on southbound shipments. 


The witness contended that this minimum was un- 
reasonable because shipments of fresh meat are made 
on a minimum of 20,000 pounds, and that on north- 
bound shipments of oysters and fish from the gulf ports 
the minimum ranges from 6,090 to 24,000 pounds. He 
attacked the rates as unreasonable because, while the 
less-than-carload rate from St. Louis to Fort Worth is 
$1.47 per cwt., the rate from (Galveston to St. Louis on 
a_ 24,000-pound minimum is about 80 cents, the rate on a 
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shipment from 12,000 to 24,000 pounds is about 70 cents 
and the rate on a shipment from 6,000 to 12,000 pounds 
is 60% cents. 


He also stated that the southbound shipment of 
oysters was an industry lately established, and that the 
rates up to about five years ago had been purely paper 
rates and had never been adjusted to meet the neces- 
sities of actual shipments. The witness asked that the 
rates from St. Louis to Fort Worth be made not to 
exceed 65 cents, in car lots, and that the minimum be 
made not to exceed 20,000 pounds, and preferably 15,000 
pounds, and that on less-than-carload shipments the same 
rates apply southbound as northbound, inasmuch as the 
empty movement of refrigerator cars to Fort Worth, 
which is a large packing center, is almost entirely south- 
bound, thus furnishing loading for cars which would 
otherwise go to Fort Worth empty. The complainants 
were represented by Messrs. Conradis and Hayes. 


DOINGS OF THE TRAFFIC CLUBS 


In the list of vice-presidents of the New York Traffic 
Club, printed last week, the name of Philip Croxton, 
traffic manager of the P. Lorillard Co., was omitted by 
mistake. 


Organizing with a membership of 87, and with R. H. 
Spencer as president, the Houston Traffic Club began 
its formal existence November 26 at a meeting held at 
the rooms of the Chamber of Commerce. Other officers 
elected are: T. G. Beard, assistant general freight agent 
of the Sunset-Central lines, first vice-president; W. D. 
Cleveland, president of the W. D. Cleveland Grocery 
Co., second vice-president; Clint Holliday, traffic manager 
for the F. W. Heitmann Co., third vice-president; F. A. 
Leffingwell, chief clerk in the general freight office of 
the Trinity & Brazos Valley Railway, secretary; A. 
Kimball, traffic manager for the Houston Drug Co., 
treasurer; H. C. Maggard, commercial agent for the 
Galveston, Houston & Henderson Railroad, publicity 
agent. Mr. Spencer is president of the South Texas 
Implement & Vehicle Co. The directors are Ernest J. 
Peters, traveling freight agent of the Trinity & Brazos 
Valley Railway; Sid Westheimer of the Westheimer 
Transfer Co.; E. H. Thornton, rate clerk for the Sun- 
set-Central lines; J. F. Yale, commercial agent for the 
Mallory Steamship Co., and Joe McConnell, traffic man- 
ager for the Peden Iron & Steel Co. The club expects 
a membership of 200, including all railroad, steamship 
and express traffic and transportation officials and chief 
clerks, general agents and chief clerks, passenger de- 
partment men, rate clerks, forwarding and transfer offi- 
cials and traffic managers and officials of industries. 
Meetings will be held every other Friday night, at which 
talks will be made by authorities on matters of interest 
to a traffic club. It is thought likely the club will 
secure rooms of its own in the near future. The Rail- 
road Rate Clerks’ Association attended the meeting in a 
body. 


The next regular bi-monthly meeting of the Traffic 
Club of Cleveland will be held at the Hotel Statler, 
Monday, December 6. Dinner will be served at 6 p. m. 
In addition to a musical program, the members will be 
entertained by Dean Abbott, subject,-“The Six Cities of 
Refuge,” and with an illustrated lecture by S. W. Tener 
of the American Steel & Wire Co. on “Corporation Wel- 
fare Work.” 
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PERSONAL NOTES 


William M. Hardin, assistant general freight agent 
of the Minneapolis & St. Louis R. R. Co., at Minne- 
apolis, Minn., was born May 3, 1878, at Independence, 
Mo., where he entered the railway service as station 
helper for the Chicago & Alton R. R. early in 1895. In 
the fall of the same year he entered the train service 
of the Chicago & Alton. In November, 1897, he left 


a a 
W. M. HARDIN. 


the train service to enter the telegraph service of the 
C., St. P. M. & O. Ry., leaving this line in September, 
1898, for a similar position with the M. & St. L. He 
has been with this line continuously since that time, 
serving as telegraph operator and relief agent, until 
April 1, 1903, when he was appointed traveling freight 
agent. On Jan. 1, 1909, he was appointed commercial 
agent at Kansas City. On Jan. 1, 1912, he was made 
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commercial agent at Minneapolis. He held this position 
until Nov. 1, 1915, when he received his appointment 
as assistant general freight agent. 

W. P. Hinton, recently appointed traffic manager of 
the Grand Trunk Pacific, at Winnipeg, is possessed of 
great organizing ability and is an authority on both 
freight and passenger transportation, having had exten- 
sive experience in both those branches of railway work. 
From the Ottawa Collegiate Institute he entered, in 
1887, the auditor’s department of the Canada Atlantic 


W. P. HINTON. 


Railway, and rose through the various grades in eight- 
een years’ service with that road to be general freight 
and passenger agent. Among the positions he held 
with the Canada Atlantic were those of rate clerk in 
the traffic department, assistant general freight agent 
and general freight agent. In October, 1905, when the 
Grand Trunk absorbed the Canada Atlantic, Mr. Hinton 
became general agent in the passenger department of 
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the Grand Trunk at Ottawa, in charge of immigration 
and trans-Atlantic passenger traffic, remaining in that 
position until Jan. 1, 1907, when he was appointed as- 
sistant general passenger agent of the same road at 
Montreal. On May 1, 1909, he was appointed general 
passenger agent of the Grand Trunk Pacific at Winni- 
peg, and on Jan. 1, 1914, was promoted to assistant 
passenger traffic manager of the same road at Winni- 
peg. Since Nov. 1, 1914, Mr. Hinton has made his head- 
quarters in Montreal, holding the position of assistant 
passenger traffic manager of the Grand Trunk Railway 
System and Grand Trunk Pacific Railway. 

The Clinton & Oklahoma Western Railway Co. an- 
nounces that Roy A. Koons is appointed traveling freight 
agent, with headquarters at Clinton, Okla. 

C. E. Emerson has been appointed district freight 
and passenger agent of the San Pedro, Los Angeles & 
Salt Lake, with headquarters at Cincinnati, O. 

W. H. Johnson is appointed manager of the Star 
Union Line, with office in Chicago, vice E. A.. Dawson, 
retired, after fifty-three years of service with the Penn- 
sylvania System. 

Henry R. McLean is appointed commercial agent of 
the Central of Georgia at Macon, Ga., vice W. B. Morgan, 
transferred. Albert S. Thompson is appointed contracting 
freight agent at Atlanta, vice Mr. McLean. 

Albert Kelling, chief clerk in the traffic department 
of the Oregon-Washington Railroad & Navigation Co., has 
been appointed assistant general freight agent to: succeed 
J. R. Stein,, who resigned a few months ago. 

L. A. Ripley, commercial agent of the Georgia Rail- 
road at Cincinnati, O., has been promoted to general 
agent, and W. C. Bewley, commercial agent at Jackson- 
ville, Fla., has been transferred to Cincinnati as an assist- 
ant to Mr. Ripley. 

Stanley H. Johnson has been made freight traffic 
manager of the Chicago, Rock Island & Pacific; A. Mac- 
kenzie has been made assistant freight traffic manager, 
and J. C. Gutsch has been made assistant general freight 
agent, all with headquarters in Chicago. 

The Wabash Railway Co. announces that P. H. Mat- 
timoe is appointed superintendent of over, short and 
damage bureau, with office at St. Louis. The over, short 
and damage bureau has been established for the purpose 
of insuring more care in the handling of freight, with 
view of reducing the large amount of money the com- 
pany is being required to pay out in claims, and super- 
intendents, trainmasters, agents and others concerned 
are directed to familiarize themselves with the over, 
short and damage rules now being issued and co-operate 
with the superintendent over, short and damage bureau 
in having these rules strictly observed. The office of 
superintendent weighing, inspection and handling freight 
is abolished. 


COMMISSION ORDER. 

Commission has issued an order in Case 6106, Bott 
Bros. Mfg. Co. vs. C., B. & Q. et al., modifying order 
reopening the case so as to set aside orders of June 2 
and Aug. 13, 1915. 





POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
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per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 
THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


WANTED—HIGH-CLASS SALES MANAGER. Thor- 
oughly competent, experienced yellow pine sales office 
manager, familiar with the latest approved methods of 
accounting, accurate, rapid, energetic, active, wideawake, 
of few words, of keen business sense, to handle sales 
from mill office for yellow pine manufacturer cutting 
annually fifty million feet. -Must be of correct habits, 
good health, well acquainted with market conditions and 
well posted on freight rates, handling of claims and also 
practical and efficient in methods for handling traveling 
salegi@ime. Write fully and in detail, naming monthly 
salary previously enjoyed, stating where, when, with 
whom and how long with each employer. State age; if 
single or married; what size family, and when can come 
for place. With view of continuous employment so long 
as mutually satisfactory, name monthly salary desired 
Must reside at mill. Apply only by letter. Address 
Enochs Bros., Fernwood, Miss. 


POSITION WANTED—By INDUSTRIAL TRAFFIC 
MANAGER. Thoroughly familiar with the preparing and 
handling of claims, interstate commerce rules and regu- 
lations, tariffs, routing, classification, etc. Good executive. 
Al correspondent. G. D. 6, care The Traffic World. 


Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large acquaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
Chicago. 

Young man of sober and temperate habits, twenty- 
five years of age, single, genial disposition, and a good 
mixer, desires position as TRAVELING or SOLICITING 
FREIGHT AGENT. Seven years’ experience in freight 
agencies at competitive points, four years of same as 
soliciting and local freight agent with present employers. 
Familiar with rates, routes, etc., and a general or working 
knowledge of all matters pertaining to traffic work. 
Desires a change on account of future advancement with 
present employers obstructed by nepotism. Gilt-edge 
reference. A. D. 191, care The Traffic World, Chicago, IIl. 
Ill. 


WANTED—Position by reliable young man, single, 
age 27, inside or outside, in traffic department, with 
opportunity for advancement; eight years’ experience in 
traffic department of meat-packing firm having eighteen- 
thousand-dollar weekly freight bill; four years of same 
as rate clerk. Can furnish best of references as to char- 
acter, ability, etc. D. Q. 24, The Traffic World, Chicago, 
Ill. 


WANTED—Bright, active young man of good ad- 
dress, between 25 and 35 years of age, with rate experi- 
ence, for position of TRAVELING FREIGHT AGENT with 
a southern line. References required. A. C. 16, care of 
The Traffic World. 


The C. H. & D. has been allowed to intervene in Case 
No. 8112, Memphis Merchants’ Exchange et al. vs. Illinois 
Central et al., for the purpose of filing brief and being 
heard in oral argument, 
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COMMERCE REPORTS © 


Puget Sound Line to France. 

A direct steamship line between Puget Sound and 
France is proposed by a French consular representative 
on the Pacific coast. He is holding frequent conferences 
with business men whom he has interested in the project 
through the branch office of the Bureau of Foreign and 
Domestic Commerce, in Seattle. In making his canvass 
of the territory he has been afforded special facilities 
by the bureau, and his conclusion is that, with proper 
shipping facilities, there would be an excellent market 
in France for the lumber and timber products of the 
Pacific Northwest. 

Reports received by the bureau from Seattle indicate 
that there are interest and enthusiasm throughout that 
district in favor of a great shipping boom. Men who 
are acting for responsible transportation companies have 
been in consultation with the bureau’s branch office, 
several going from Portland to Seattle for the purpose, 
and business men have been holding meetings with the 
object of advancing the interests of the port. 

Extensive port improvements have already been made, 
and there is existing traffic from that district to the 
Orient. The city has been making an insistent demand, 
however, for more ships, and the west coast of South 
America and Central America receive special attention. 
Portland companies have informed the bureau that a 
line covering that route could be maintained by handling 
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lumber chiefly, and also carry Pacific coast products gen- 
erally. A personal visit has been made by Mr. John Bar- 
rett, director of the Pan-American Union, to encourage 
these efforts. ‘ 

Seattle’s interest in shipping during the present fall 
has already resulted in two publications, Terminal Facili- 
ties of the North Pacific Ports, and Pacific Exporters, 
while a periodical devoted to the same general subject is 
about to be issued. 

Numerous letters have been received from business 
men by the Bureau of, Foreign and Domestic Commerce, 
commending the efforts, made through its branch office to 
develop the foreign commerce of this Pacific coast region. 


American Packing is Satisfactory. 
(Seville, Spain.) 

The attractiveness and convenience of the tin has 
much to do with the sale of paints on the Spanish mar- 
ket. The British use a patent tin that can be easily 
opened by prying off the lid. This is hermetically sealed 
when the goods are packed, and the lid can be replaced 
when the paint is partially used and the remainder thereby 
kept fresh. A small square or diamond on the label 
shows the color of the contents of the tin, and, as a 
general rule, the entire top of the can is painted with 
the same color. The 125 and 250 gram tins are usually 
packed two dozen to the case. 

The complaint of “poor packing” by Americans, which 
has been so much a subject of report from abroad, does 
not seem to be considered here. During the. two years 
the writer has been stationed in Seville no complaints of 
poor packing have arisen, and it is probably true that 
most of the firms now doing an export business in the 
United States have learned that careful packing is neces- 
sary for oversea cargoes. Such shipments as have come 
directly under the writer’s notice have been exceptionally 
well packed. The quality of wood used in American 
packing cases appears to be better than that usually 
employed by exporters in other countries. Cases are 
usually carefully strapped when necessary, and the used 
cases frequently command a better price when sold locally 
than those from other places, and the wood is sought 
after by local carpenters for various purposes. 


Pacific Line Benefit to Philippine Islands. 
(Vice-Consul A. E. Carleton, Hongkong, September 27.) 
An official announcement has been made regarding 

the new Pacific steamship company which has been formed 
in Holland under the name of the Java-Pacific Line, and 
the first steamer of which will be dispatched from Batavia, 
Dutch East Indies, on December 15, for San Francisco. 
There will be four boats on the run, giving practically 
monthly sailings. The average capacity of these boats 
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will be from 10,000 to 12,000 tons. The Java company’s 
boats will carry a limited number of first-class and steer- 
age passengers. The boats of the other lines will prob- 
ably carry only steerage. 

The companies interested in the new Pacific service 
are the Java-China-Japan Line, the Nederland Royal Mail 
Line and the Rotterdam Lloyd Royal Mail Line. The 
first-mentioned company will furnish two of the boats 
and the two others one each. If the business warrants, 
other boats will be added later. 

The inauguration of this service is no doubt due in 
some considerable measure to the efforts of the govern- 
ment of the Philippine Islands, as it was necessary to 
relieve the difficulties which resulted from the withdrawal 
of the Pacific Mail by inducing other lines to include 
Manila among their ports of call. The San Francisco 
Chamber of Commerce has likewise been deeply interested 
in the extension of the Java Line to the Pacific coast. 

Ten or twelve years ago the Java-China-Japan com- 
pany considered the advisability of extending its service 
to Vancouver, but it was deemed then that the conditions 
did not warrant an Oriental-Pacific connection. Following 
the withdrawal of the Pacific Mail, and as a result of 
the abnormal freight rates, it was decided that all in- 
terests would be materially benefited by the new service. 

An Example of Bad Packing. 
(Consul-General L. J. Keena, Valparaiso, Chile, October 4.) 

The unsatisfactory condition in which two lots of 
American chloride of lime reached Valparaiso is clearly 
shown by photographs which have been sent to Washing- 
ton. It is plainly evident that merchandise in such broken 
and battered drums is unsalable. 

The mistake made by the exporter was in shipping 
chloride of lime to Chile in drums of the same weight 
and thickness used for shipment within the United States. 
It may be also that the exporter of this lime has been 
in the habit of shipping this product so packed to east 
coast ports and to Europe without loss by breakage, but 
it must be remembered that in Chile all unloading is 
done from ship to lighter and from lighter to pier, and 
that both handlings must often be done in rough weather. 
The importers say that they have never had any bad 
experience in regard to the packing of this product as 
received from Europe. 

New York-Canary Island Line. 


(Consul George K. Stiles, Teneriffe, Canary Islands, 
ber 25.) 


Septem- 


A new line of steamers, forming another direct 
monthly service between New York and Canary Island 
ports, was inaugurated on September 20 by the arrival 
at Las Palmas, Grand Canary, of the first vessel dis- 
patched by the Ocean Transportation Co. of New York 
City. Three steamers have already been announced as 
placed on the new line, and this number will be added 
to so as to permit of a regular monthly service in each 
direction. The first vessel reloaded here with fruit for 
Barcelona, where return cargo direct to the United States 
was waiting. 

Announcement has already been made by the local 
agents that the second vessel of this new American com- 
pany had been forced to refuse freight for this district 
a full month before the date set for its departure from 
New York. At the same time it is complained here that 
freight for these islands has been waiting on the New 
York dock for many months. 

The trend of the trade between the United States 
and the Canary Island is clearly indicated by certain re- 
cent cargoes arriving here. Ships’ manifests show that 
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tobacco, hams (fresh and cured), canned goods, automo- 
biles and heavy machinery figure prominently in present- 
day cargoes. Comparisons made with pre-war statistics 
bring out the fact that tobacco is now imported direct 
from the United States, whereas it was previously bought 
from Hamburg in very large quantities, and that there 
was a very large direct importation of American canned 
goods (hitherto usually bought through British middlemen) 
in the first half of 1915. ; 

Also, since January 1, the American automobile has 
practically driven all other makes from this market. The 
steamer from New York that reached here September 20 
brought ten automobiles, all American makes, and three 
of them trucks for heavy hauling, the like of which had 
never before been seen in these islands. As stated, con- 
siderable heavy machinery, including boilers and stationary 
engines, has likewise begun to arrive in this district from 
the United States. 


REVISED RATES TO SOUTHEAST 


The attached statement shows revised class rates 
from Ohio River crossings and St. Louis to southeastern 
common points (principal) carried in Washburn’s Freight 
Tariff No. 1, effective January 1, superseding in part his 
Southeastern Tariff No. 9. Through class rates are also 
shown in this tariff to local stations on the principal 
Georgia and Alabama lines revised in accordance with 
I. C. C. Fourth Section Order 3866. Commodity rates 
to both common and local points will be carried in sep- 
arate commodity tariffs. 

Louis- 
ville 
131A 
112A 


Cincin- Evans- 
To— nati 
Albany Group 
Athens, Ga. 
Atlanta, Ga. 
Augusta, Ga. 
Birmingham, 
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Huntsville, Ala. 
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The great bulk of the Electric trucks of the world 
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men who are being converted to the economic side of Electric 
trucking. Others are installing Electric trucks because this is 
in line with the entire electrification of their plant or store. _ 
Don’t forget that the future of the Electric truck is limited 
only by the future of Electricity itself. The business man 
who claims that the Commercial Electric is “impractical,” 
“no good,” “‘needs a nurse”’ and so on, very frequently gets a 
short arm jolt when his competitor installs Electric Delivery. 


y rates 
in sep- 


G. V. Electrics have demonstrated over 10 years’ life 
in hundreds of cases. They have covered as high as 
21,000 miles each per year. They are efficient in hilly 
cities like Pittsburgh and Cincinnati. They are efficient 
in Winnipeg and Manila—two climatic extremes. 
Every so-called weak point of the Electric has been 
given the lie in actual performance—somewhere. 


Get the facts—you doubters—get the facts! Specific 
adaptability is all that is needed to place the Elec- 
tric (the G. V. at least) absolutely at the head of 
efficient trucking. Let it be our pleasure to show 
you Why. Our new catalogue awaits your address. 


141CB 


ille and 


General: Vehicle Company, Inc. 


© Long Island City, N. Y. @ 
New York, Chicago, Boston, Philadelphia 


Copyright, 1915 


ae « “riend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





1188 THE TRAFFIC WORLD 


Vol. XVI, No. 23 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, Etc. 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 


Fort Worth Warehouse & Transfer Co., Inc. 


FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Pald. 
ABSOLUTELY FIREPROOF WAREHOUSE 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 


Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 
Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 
Bight fireproof warehouses on tracks of principal rail- 
. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks fer delivery. Write for further particulars. 


Buffale Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 6338. 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parcel post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 


The best distributing point for northwestern Ohio, Michigan and In- 
diana. We have direct track connection with each of the 23 railroads, 
12 interurban and five passenger steamship lines entering Toledo. No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 


Correspondence Solicited. 1309-19 La Grange St. 
Members American and Interstate Warehousemen’s Associations. 


Albany Terminal Warehouse Company 


10 TIVOLI ST., ALBANY N., Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 


Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPHCIALTY. 
WHE STORE, PACK AND SHIP HOUSHHOLD GOODS. 


ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS " 
ST. JOSEPH - - - MO. 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 


~ 


CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCB TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


(United State Bonded Warehouse) 
WAREHOUSEMEN AND FORWARDING AGENTS 
DRAYAGE AND HEAVY HAULING A SPECIALTY 

Warehouse: 3501-3-5 P, O. St. Office: 509-11 Thirty-fifth St. 
Fireproof Warehouse, Lowest Insurance Rate. 
GALVESTON, TEXAS. 
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Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, etc 
wir Secyetty. Wereheuse Company PITTSBURGH, PA. 
C MINNEAPOLIS, MINN. 9 
je Lo. Northwestern Distributors for nearly all Nationally FIREPROOF AND NON-FIREPROOF WAREHOUSES 
Advertised Commodities—Twenty Car Trackage PENNSYLVANIA SIDING LOWEST INSURANCE 
INESS. Space. Write us about storage or distributing 
1-7 Motor Truck delivery in Minneapolis and St. Poul HAUGH & KEENAN STORAGE & TRANSFER CO. 
)e FORT Bn AS ea Central Warehouse Co. 
Storage—Forwarding 
, Grand and Harrison Streets Trackage Coznection with all railroads entering the 
Francis and Hayden Streets Twin Cities. 
apne Minnesota Transfer, Minn. 
D. A. MORR TRANSFER AND STORAGE CO. PHILADELPHIA P A 
& 
KANSAS CITY, MO. ° 
nc.) 2114-2120 Central Street BEST DISTRIBUTING POINT IN THE EAS) 
TRANSFER, MERCHANDISE STORAGE, FORWARD- Railroad Sidings, Penna. R. R. and Phila. & Reading 
rithout isi og tags edt A Sp th ih Dirakront bie Experienced in giving Best Warehouse Service 
rec onnection allroads. reproo rage, 
prices. we SCOTT PAPER CO. WAREHOUSE 
is eae Trackage, pe hse carea th Very low insurance. 
—— Springfield, Mass. 
Central Warehouse & Transfer Co. The Benedict Warehouse & Transfer Company 
Office: 315 Bridge St. we 
TRANSFERRING AND RESHIPPING. mn ee eee 
GENERAL STORAGE, FURNITURE STORAGE, ETC. DISTRIBUTION OF POOL CARS AND GENBRAL 
WAREHOUSING. 
! Established 1890. From iong and practical experience 
we know your needs. Write for information. Omaha Fireproof Storage Co. 
0. Witkin Trucking Company 806-18 SOUTH 16TH ST., OMAHA, NEB. 
Main Office, 30 BURLING SLIP, EIGHT AND ONE-HALF ACRES FLOOR SPACE 
URAN 20 CHNTS 
NEW YORK, N. Y. TRACKAGE SPACE. 10 CARS. GENERAL THAMING 
“HB SERVES BEST WHO SERVES WHILL” mace ates bia 
Minneapolis Transfer & Warehouse Co. Savannah Bonded Warehouse & Transfer Co. 
. ' Sch Li leila, SAVANNAH, GEORGIA 
Oo. MINNEAPOLIS, . 312-314-316 Wiillamson St. P. O. Box 985 
122 SOUTH FIFTH STREET GENERAL STORAGE—RB-CONSIGNING—DISTRIBUT- 
ING DISTRIBUTORS OF POOL CARS AND GENERAL ING ERICH. EXCEPTIONAL beaten 
WAREHOUSING CUSTOM HOUSE BROKERS 
Track connections with all Railroads and Steamship Doeks 
City 
CHICAGO 
Co Louisville Public Warehouse Co., Inc- 
s 
Jos. Stockton Transfer Co. LOUISVILLE, KY. 
ze 6386 The Rookery Buliding Import and export freight contractors, transfer ané 
| Yeaming of Every Description—City Deilvery Service reshipping agents, custom house brokers. Bonded and 
and Carload Distributors. free warehouses. 






fth St. 


As a Friend ef THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





“*To all shippers in tank cars of casinghead gasoline, blended or 
unblended, it is most earnestly recommended that they 
provide themselves at once with the special insulated tank 
cars. It is beyond question that these cars will be required in 
the future for some of the products that may now move legally 
in ordinary tank cars. Shippers now using the insulated cars 
are more than satisfied with them as an investment. They pre- 
vent all loss of loading in transit (from ordinary cars this loss 
has been reported to exceed 10%)—by which saving the special 
cars will soon pay for themselves even if we neglect the 


most important item—SAFETY TO LIFE.” From cir- 


cular of Col. B.W. Dunn, Chief Inspector of the Bureau of Explosives. 


The builder of the only approved Insulated Casinghead Gasoline 
Tank Car meeting all requirements is 


The German American Car Company 
‘‘Tank Car Headquarters’”’ 


General Offices . . . . . CHICAGO 


Pacific Coast Office, 24 California St., San Francisco Eastern Office, 17 Battery Place, New York 





